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GOODS FOR EXPORI 
The fact that goods made of raw materials in short supply 
wing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 
NOTICE TO SUBSCRIBERS 
Consequent on the paper vationing, new subscribers cannot be 
accepted until further notice. Any applications will be put ona 
vaiting list and will be dealt with in rotation in replacement of 
ubscribers who do not renew their subscriptions 


POSTING ‘‘ THE RAILWAY GAZETTE ’”’ OVERSEAS 
We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE RAILWAY GAZETTE 
possesses the necessary permit and facilities for such dispatch. 
We would emphasise that copies addressed to places im Great 
Britain should not be re-directed to places overseas 
TO CALLERS AND TELEPHONERS 
''ntil further notice our office hours are : 
Mondays to Fridays 9.30 a.m. till 5 p.m. 
The office is closed on Saturdays 
ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
s no longer possible for us to answer enquiries involving 
research, ov to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Railway Traffic Still Increasing 
R. P. J. NOEL-BAKER, Parliamentary: Secretary to the 
Ministry of War Transport, told members of the Institute 
of Transport at a luncheon held by the Institute last Friday that 
the railways were carrying 50 per cent. more freight traffic and 
50 per cent. more passenger traffic than before the war. The 
curve was still obstinately and disturbingly rising. In the first 
six months of this year on the four main-line railways there had 
been 56,000,000 more passenger journeys than in the same period 
a year ago. Military movements in terms of special trains had 
doubled in the last 18 months and were still rising. Both Mr. 
Noel-Baker and Sir William Wood, the President of the Institute, 
who was in the chair, gave warning that this winter would 
certainly be one of the heaviest from the transport point of view 
that had been experienced and might well strain our resources 
to the utmost. Sir William Wood made a special plea for the 
quickest possible turn-round of goods-carrying vehicles of all 
kinds. During last winter the actual round trip for every wagon 
was reduced by 9 hours, which involved a saving of 18 per 
cent. in the stand-still time and released the equivalent of 
100,000 wagons for war requirements; but it is clear from the 
figures given by the Parliamentary Secretary that more will 
have to be done during the coming months. A report of the 
speeches is given at p. 518. 
Seas oe 


Coping with the Traffic 


Some figures given by the Ministry of War Transport during 


last weekend showed that after reducing all traffic to bare 
essentials and a severe measure of rationalisation, inland 
transport—road, rail, canal, and coastal shipping—is moving 


1} million tons of traffic on the average every day. The repair 
of railway wagons and the building of new stock is being speeded 
up, but it is recognised that construction can afford only 
limited relief and that in any case it cannot be felt for some 
time. For immediate purposes the Ministry is relying mainly 
on an acceleration of repairs and on a new drive to turn round 
wagons more quickly. In the expectation that there will be 
further withdrawals of coastal shipping for military purposes, 
every effort is being made to increase carrying capacity by 
construction and by accelerating turn-round, as well as by 
further pruning of non-essential traffic. The locomotive position 
is said to be slightly easier, thanks to the arrival of the United 
States engines and deliveries of the British ‘‘ austerity ’’ loco- 
motives. There are now 400 of the former, and 280 of the 
latter, in traffic. 


Sas == 

Railway Supply Industries 

The need for each section of industry to possess an efficient 
trade association to deal with its own. domestic concerns is 
becoming realised increasingly and one of the most recent 
advocates of this policy is Sir George Nelson, President of the 
Federation of British Industries, whose speech at Manchester was 
dealt with at some length in our last week’s issue. He pointed 
out that for the consideration of matters affecting an industry 
as a whole the various sections should co-operate by establishing 
a joint committee or some other form of organisation which 
would enable the whole industry to express its views. An out- 
standing example of the formation of an organisation such as 
Sir George Nelson had in mind is provided by the railway supply 
industries. In June last year the Railway Engineering Supply 
Industries Joint Committee was set up to act as a co-ordinating 
body to deal with agreed matters of common interest by the 
groups representing the locomotive builders, railway carriage and 
wagon builders, makers of brakes and signals, manufacturers of 
tyres, axles, and wheels and of railway springs. This body is 
already active on a number of constructive proposals including 


the training of overseas students in British methods and in 
British works. 


Birth of the Great Northern Railway (Ireland) 


Interesting and little-known particulars of the beginnings of 
the Great Northern Railway (Ireland) at the Dublin end were 
given recently in a speech in Dublin, by Mr. P. A. Foley, 
District Superintendent of the company. A railway from Dublin 
to Drogheda was first suggested in April, 1835, and Mr. William 
Cubitt, who had been engaged in the construction of the Dublin 
& Kingstown Railway, was invited to report on the best route 


for it. In his report, dated January 9, 1836, he pronounced in 
favour of what came to be called the Coast Line, as he con 
sidered that it possessed the most level road, and the best 


prospects of traffic; that it would involve the least expense, and 
would terminate at a most convenient point in Drogheda, and 
one most suitable as to elevation and direction for crossing the 
River Boyne and proceeding either north or west. This scheme 
was estimated to cost £650,000 for land, works, equipment, etc. 
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The terminus proposed for Dublin was on the east side of 
Sackville Street (now O’Connell Street), nearly opposite the 
General Post Office. Opposition in Dublin was so strong, to the 
line crossing the streets between Sackville Street and Amiens 
Street, that this part of the scheme was abandoned and the open 
space between Amiens Street and the Dock Wall was selected as 
the terminus for passenger and goods traffic, now known as 
Amiens Street and Sheriff Street Goods Station. The Act of 1836 
authorising the line to Drogheda left out some of the best 
features of the Coast scheme. Expenditure of £500,869 was 
incurred in negotiations, Parliamentary proceedings, land pur- 
chase, etc., to the time the line was opened. Construction was 
begun in May, 1841, and the line of 32 miles was opened 
throughout from Dublin to Drogheda on May 26, 1844. 


Spare-Time Work Scheme 


In our issue of February 26 we published a letter from Mr. 
C. L. Lindley suggesting the enrolment by the railway companies 
of a corps of part-time workers to augment their depleted staff. 
Subsequently Mr. Lindley, in association with Mr. C, L. Bushnell, 
proceeded with the scheme, and in a short time obtained and 
passed to the railway companies nearly 200 offers of assistance 
a verv creditable achievement having regard to their difficulties. 
In the meantime the growing volume of traffic and the shortage 
of staff caused the railway companies to make special efforts to 
obtain the assistance of part-time workers through the medium 
of their local officers. Posters were exhibited at stations, adver- 
tisements placed in the local press, and the assistance of the rail 
way staff was enlisted in canvassing among their friends. In 
the result, some thousands of part-time workers regularly assist 
the railways, more particularly at week-ends, on such tasks as 
porterage, unloading wagons, repairing wagons and engine clean- 
ing, etc., and they are making a very substantial contribution 
to keeping the traffic moving. Although it is doubtful whether 
a greater development of the Lindley-Bushnell scheme under 
railway auspices would have secured better results than ‘those 
which are now being obtained, the authors of the scheme are to 
be congratulated on their pioneer work, which proved of great 
value to the companies. 


Traders’ Rights to Carry Goods by Road 


The Traders’ Co-ordinating Committee has made representa 
tions to the Minister of War Transport as to the anxiety felt by 
many traders that the conditions prevailing during the war might 
be used to prejudice the position of ‘‘C’’ licence holders under 
post-war conditions. The committee represented that the trader’s 
right to carry his own goods in his own vehicles is of cardinal 
importance to him because (4) his own vehicles are as essential a 
part of his business as the machinery used in the manufacture 
of his products, and (b) it is an essential safeguard against mono- 
polistic conditions in the public transport industry. The 
Minister has since replied that although he cannot fully subscribe 
to the first contention, the committee will appreciate that only 
Parliament can amend permanently the provisions of the Road & 
Rail Traffic Act, 1933. He further added that he did not at 
present contemplate making any regulations concerning the 
carriage of goods which would be effective after the war, but 
should he have occasion to do so, he would naturally desire to 
consult the interests affected. 


Government Surplus Goods 


A point of particular importance to the machine tool industry 
was made in a recent reply in the House of Commons by 
the President of the Board of Trade, retating to post-war dis- 
posal by the Government of surplus goods in factories. He said 
that the Government had decided that disposal in each case 
should be carried out through the agency of the department 
mainly concerned with the supply of goods during the war. 
He added that before working out plans for disposal, the Board 
of Trade and other responsible Government departments would 
consult with representatives of producers and distributors. On 
more than one occasion the need has been stressed in our columns 
for collaboration between the Government and the industry in 
the disposal of machine tools after the war. Mr. J. R. 
Greenwood, Chairman & Managing Director of Craven Bros. 
(Manchester) Ltd., has put forward a suggestion for control- 
ling the disposal of Government property from Royal Ordnance 
Factories and similar works only as fast as it can be absorbed 
into industry at home or abroad; the export of much surplus 
machinery to undeveloped or devastated countries; and a syste- 


THE RAILWAY 


GAZETTE November 19, 1943 


matic replacement of plant which is obsolete or worn out, but 
which is still being used by many manufacturers in this country, 


The Argentine State Railways in 1943 

As recently as in our November 5 issue (page 452) we reviewed 
the activities of the six separate railways which make up the 
Argentine State Railways group, and recorded that, notwithstand- 
ing the difficulties caused by wartime conditions, they were able 
to maintain uninterrupted progress. Our latest statistics were 
then those for the year ended December 31, 1941, when the total 
route length was 7,776 miles. We have since received some com- 
parative figures for the 8 months ended August 31 in respect of 
the years 1942 and 1943, which show that the impressive expan- 
sion of recent years in both mileage and traffic has continued. 
The route length is now 7,909 miles. Receipts between the be- 
ginning of the present year and the end of August last amounted to 
approximately 90 million pesos, against 84-6 million in the corre 
sponding period a year earlier. In a recent week, receipts were 
no less than 41 per cent. above those for the corresponding period 
of 1942. These figures are sufficiently striking to cause the full 
report for the calendar year 1942 to be awaited with interest, and 
to justify the expression of a hope that at least the principal 
operating results for 1943 may be made available soon after th« 
close of the accounting period. 


German Urban Wartime Traffic 


We have observed on a number of occasions that there are 
many points of similarity between the British and German 
methods of dealing with wartime traffic problems, and that the 
main difference is in the relative measure of compulsion. A 
recent lecture in Berlin on the problems of handling increased 
urban passenger traffic with reduced personnel and inadequate 


equipment (some details of which we record this week, pag 
515), mentioned many points which have a familiar sound 
Intensified peak loads, female workers (for whom a new word 


has been coined), reduction of tramcar stopping points, obso- 
lescence of pre-war rolling stock without adequate maintenance 
and staggering working hours, all find their place in the German 
problem as in our own. Nearly all the German urban passenger 
traffic (92 per cent.) in pre-war days was railborne, but the local 
lines of the Reichsbahn handled but 11 per cent., and the 
underground and elevated railways 7 per cent. Buses were 
responsible for 8 per cent. and trams for no less than 74 per 
cent. Since then, bus traffic has declined very substantially— 
far more so than in Great Britain—and tram traffic has 
increased enormously. In this respect Germany has the wartime 
idvantage of her preference for electric tramways, as they do 
not consume imported fuel. 


Scrap Metal Reclamation 


The reclamatibn of non-ferrous scrap metals has become a 
matter of increasing national importance by reason of supply 
stringencies during the war. On railways in many parts of the 
world processes have been developed with this end in view 
At home, the L.M.S.R. has developed the ‘‘ Bradley ”’ process 
and the L.N.E.R. has devised gas-heated centrifugal separating 
machines. On the South African Railways the Bellman 
process is in use, and some details of the work which is done 
at the reclamation plant at Pretoria are given in an article on 
page 506. Before 1930 reclamation of non-ferrous metals by the 
South African Railways was confined to a small amount of white 
metal used for tender bearings, and all other scrap metals were 
sent overseas for treatment. Towards the end of that year an 
investigation into the re-use of white metal took place, and in 
1932 it was decided to establish a central plant for the reclama- 
tion of all non-ferrous metals. The steady progress of the 
reclamation plant at Pretoria may be judged from the fact that 
in eight months of 1932 some 525 tons of various metals were 
reclaimed and made up to specification. In the year 1937 this 
gE to 2,230 tons, and it increased further to 2,897 tons 
in . 


The Southern Pacifics at Work 


Details given in the November-December issue of our associated 
monthly, The Railway Magazine, in the ‘‘ British Locomotive 
Practice and Performance ’’ feature, show that the ‘‘ Merchant 
Navy "’ Pacifics of the Southern Railway are setting up some 
new standards of performance on the heavily-graded main line 
between Salisbury and Exeter. The heaviest demands on motive 
power are made by the expresses with numerous intermediate 
stops, from which accelerations in many cases have to be made 
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up long and steep gradients. On one run described, the engine 
Blue Star, with 490 tons behind the tender, climbed the 11-3 
miles from Axminster dead start to Hewish summit, including 
6} miles at from 1 in 120 to 1 in 220, in 13 min. 57 sec., 
averaging 60-8 m.p.h. from Chard Junction up to Hewish. Down 
the same bank Royal Mail ran for 14 miles at 90 m.p.h. Time 
was gained with 16-coach loads weighing up to 560 tons with 
passengers and luggage, notwithstanding such ascents as Seaton 
bank, with its 4} miles at 1 in 80. Another remarkable feat of 
Royal Mail was to average 70-1 m.p.h. with a 465-ton load 
over the 26 miles from Templecombe to Wilton, including the 
steep 4-mile climb from Gillingham to Semley. East of Salisbury 
1 fine run with Peninsular & Oriental, hauling a 17-coach train 
of 570 gross tons, resulted in the 42 miles from Andover to 
Woking being run in 42 min. 2 sec. start to stop, and in the 
maintenance of an average of 75-9 m.p.h. over the 22} miles 
from Worting to Brookwood. Loads up to and exceeding 570 
tare and 620 gross tons have been handled successfully. , 


ses ou 

Critical Speed 

With all kinds of locomotive the tractive effort at low speeds 
is limited by adhesion and at high speeds by the finite power of 
the engine; there is an intermediate speed, often termed the 
critical speed, at which the power of the engine is correctly 
matched to the adhesion so as to make full use of this and yet 
fall short of what would produce wheel slip. Writing in Ferro- 
carriles y Tranvias, Seftor Roman Martinez de Velasco expresses 
the view that a locomotive should be designed to have its critical 
speed somewhere near its normal operating speed. Carrying this 
criterion in mind he considers the suitability of standard French 
ind Spanish locomotives for the work they have to do. The 
most modern Spanish passenger locomotive, with a critical speed 
of 65 km.p.h., is considered to be just a little on the slow side, 
whereas modern mixed traffic designs, with 59 km.p.h. are con- 
sidered about 4 km.p.h. too fast. Sefior Velasco is not satisfied 
that a modern goods engine has yet been produced in Spain. 
rhe eight-coupled Norte design gives 47 km.p.h., which is exces- 
sive; the new Santa Fe design gives 51 km.p.h., but this was 
purposely intended to be suitable for express passenger as well as 
goods work. Failure is predicted for a new 2-6-2 French loco- 
motive with a critical-speed of 150 km.p.h. Such a speed points 
to a want of adhesion; in Spain and also on the P.L.M. Rail- 
way of France, six coupled designs have already had to be with- 
drawn for this fault; they are for speeds which are unrealisable 

mountainous country where at least four coupled axles are 
required. 


Ses um 
Axle Displacement and Valve Movement 


Due to up and down motion of the locomotive crank axle the 
lrive for the valve gear, taken from an eccentric or return 
rank, has to be arranged horizontally or else the phasing of 
valve events and the amount of valve movement are affected 
thereby. A speaker at a recent Institution of Locomotive Engi- 
neers’ discussion on valve gears pointed out that in the Joy 
ind Southern (U.S.A.) gear the drive, in effect, was taken off 
vertically, and he suggested that this might be one of the 
reasons why the gears have had only limited popularity. In the 
ise of the Joy gear another reason (the main reason, in fact) 
was the need for weakening the connecting rod by loading it 
laterally near the centre of its length. In Mr. Bulleid’s new 
gear, as fitted to the ‘‘ Merchant Navy ”’ engines, the drive is 
taken off horizontally by means of a chain running on sprockets. 
Chereafter the gear is self-contained as the expansion-link drive 
is arranged vertically, so that a horizontal drive from the same 
eccentric or crank can be used in place of the more usual con- 
nection with the crosshead. 


Secu 
American Locomotive Bells 


Che bells which are such a familiar feature of American loco- 
motives are normally made of brass, but, as this is no longer 
ivailable during wartime, bells on new locomotives, and replace- 
ments of old ones, are being made of less critical materials. 
Such materials as cast iron and steel, and various methods of 
assembly such as welding plate and forged sections, are now 
being used in the fabrication of bells. A comparatively simple 
method which has been developed by one American railway is 
to make the bell in two parts, with the crown die-forged, and 
the skirt made of sheet steel. The skirt is bent and flared over 
1 form in such a manner that only two welds are required to 
assemble it to the crown forging. After assembly, the bell is 
reheated and pressed in mated form dies to a uniform shape. 
Although these bells are slightly larger and thinner than brass 
bells, they are substantially lighter, weighing but 55 Ib. against 
131 lb. for a corresponding brass bell. It would seem that their 
warning’symbols are just as audible and effective, but we have 
heard nothing so far of the tonal variation, if any. 
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The Civil Service and Industry 


(THERE seems to be a disposition in some quarters to infer 

from the statement by Lord Leathers in the House of Lords 
about transport organisation after the war, that all risk of State 
control and ownership of transport services has vanished. We 
suggest that, however comforting his words appear to have been 
to investors in railway stocks, it would be premature to assume 
that the last has been heard of the possibility of considerable 
government intervention in the operation of railway services. 
There are many possible varieties of interference from Whitehall, 
even if, it may perhaps be conceded, crude nationalisation of rail- 
ways under a Whitehall department is unlikely. All depends on 
the outcome of the next General Election. 

Whatever the form and extent of future State intervention in 
the affairs of the railway and other industries, there is one issue 
which must be kept prominently in the foreground in the con- 
troversies that have yet to come. We refer to the fairly general 
agreement that the methods of government departments and the 
training and outlook of the civil servant, particularly at the 
higher levels, render them totally unsuited as instruments for the 
exercise of such functions of guidance and control over industry 
as have been foreshadowed. If, therefore, the State’s economic 
activities are to be enlarged, whether under the guise cf 
‘planning ’’ or for whatever reason, it is imperative that new 
organs of State with a different type of personnel, imbued with 
an entirely different outlook from that of the typical civil servant, 
shall be invented. The subject is of vital importance to future 
social welfare, and it is pertinent at this juncture to discuss 
wherein reside the weaknesses of the civil service in relation to the 
control of industry. 

We have from time to time paid our tribute in these columns 
to the ability and integrity of our civil service. The system of 
open competition, in spite of all that may be said against the 
selection of staff by paper tests, has been a marked success in 
many respects. It has given the central administration of the 
State more than its due quota of the intellectual talent of the 
nation. Certainly there are many industries, and not least the 
railways, that would gain if more systematic means could be 
evolved for attracting into their employment men—and women— 
of the same quality as undoubtedly find their way, on the basis 
of merit and without nepotism, to the higher places in the civil 
Yet there is something lacking about the civil service 
administrator. The consensus of opinion on this point is too 
wide to be ignored. Why should this body of men of acknow- 
ledged high intellectual capacity and integrity, with a strong 
sense of loyalty and esprit de corps, not command respect when 
it comes to dealing with the industry, trade, and commerce which 
are the life blood of the nation? It is our purpose to shed some 
light on this seeming paradox. 

We do not propose to spend much time on the often-criticised 
methods of government departments. In all large centralised 
administrations, and doubtless even on the railways, there is a 
tendency to circumlocution, and the technique of the inevitable 
form is always open to misuse and abuse. The Treasury, under 
pressure from the Select Committee on National Expenditure, 
supported by Parliament, is now strengthening its organisation so 
as to ensure that office methods shall be modernised to the full. 
Here, at long last, is recognition that in this respect the service 
often lags behind many large outside organisations. | Waste of 
manpower, of course, is symptomatic of an outlook that would 
spell disaster in most industries, but we are concerned rather 
with the defects of outlook and approach which are inherent in 
the system rather than in the individuals who operate it. 

The whole tone and tempo of State administration are set by a 
very small group of men known as the Administrative Class, a 
corps d’élite about 1,200 strong in peacetime in a service of over 
300,000, exclusive of the industrial staffs but inclusive of the Post 
Office staffs. They are, so it is laid down, ‘‘ concerned with the 
formation of policy, with the co-ordination and improvement of 
government machinery, and with the general administration and 
control of the Departments of the Public Service.’’ They are 
the people who run the service and constitute, so to speak, the 
power behind the ministerial chair. It is they who advise 
Ministers, who write or semi-finally approve White Papers on 
matters of policy, who devise the answers to parliamentary ques- 
tions, and who brief Ministers for their parliamentary and other 
public displays, whether it be the sponsoring of a Bill, the hand- 
ling of a debate, or a speech at a public meeting. It is they 
who represent tradition in their departments and advise Ministers 
on what is and is not practicable, as they see it. From their 
ranks are drawn the private secretaries, a novitiate through which 
all destined for the higher offices must pass. It is indeed a very 
exceptional politician who can afford to run the risks of ignoring 
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the advice, so respectfully offered and so buttressed by precedent 
and facts, tendered by his permanent officials. 

These are weighty functions and the query will naturally 
arise, ‘‘ How are they recruited?’’ In the main, they are 
appointed as the result of an open competitive written exami- 
nation. Any one of British nationality between the ages of 21 
and 24 may compete, but unless he is of very high university 
honours calibre he does not stand an earthly chance of obtain- 
ing a sufficiently high place in the examination to obtain an 
appointment. Since the last war the written examination has 
been supplemented by an interview to which a _ considerable 
proportion of the total marks obtainable is allotted. It is after 
the entry into the service of this highly select group of indi- 
viduals that the story becomes incredible. The young man who 
has never been in an office in his life, who knows nothing 
whatever about the organisation of the matters of routine on 
which every large organisation depends for its effective func- 
tioning, who has never run anything larger than, perhaps, a 
tennis club, is wafted without delay into the upper circles of 
administration. 

Those inquirers who desire to obtain a picture of the inner 
workings of the great departments of State at the highest levels 
may be referred to an account written by a civil servant who 
himself has held a high administrative position in a major 
department.* They will learn with surprise that, whatever may 
happen down below, there is, at the very highest levels, a com- 
plete freedom from all that is implied in the time-honoured 
phrase ‘‘ red tape.’’ But they will also discover with amaze- 
ment that the training of the administrative novices, selected 
in the highly competitive manner we have described, is entirely 
within the office and in the realm of paper, supplemented, in 
some cases, by experience as a private secretary to the Minister 
or the Permanent Secretary. For example, in the account that 
is given of the training of those destined to occupy the highest 
places in the Ministry of Agriculture there is not one word to 
suggest that any of these gentlemen are ever sent out into the 
country to look at the farming industry in situ. The assump- 
tion seems to be that it is ‘‘all on the file’’ and that by purely 
intellectual processes, modified by occasional conferences at head- 
quarters with the spokesmen of the industry, and a due quota 
of minutes and memoranda for the consideration of highe 
authority, agriculture can be stimulated and directed to higher 
levels of achievement. It is just as if the General Staff of an 
army were recruited direct from the universities from those who 
had performed brilliantly in the academic sphere, so that the 
High Command would consist of those who had never com 
manded even a platoon, let alone a larger formation, in the 
field, and indeed had never heard a shot fired in anger. The 
theory, we have been told, is that, given the facts suitably 
recorded on the files, the trained intelligence, en rapport with 
the political head, can give the correct answer to any problem 
of policy or general administration. It will doubtless be said 
that even senior civil servants meet people in other walks of 
life and so broaden their outlook. It is, however, one of the 
most serious criticisms of the system that the burden of work 
at the higher levels, even in peacetime, had become almost 
intolerable, partly because of the pyramidal basis of organisa 
tion and the absence of any satisfactory practice of devolution 
of authority. It is not unfair to say that many responsible 
civil servants lead a quasi-monastic existence, removed from all 
effective contact with the feelings and ways of life of the great 
masses of the population. Who can advise his Minister ade 
quately about housing policy when his whole training pre 
supposes that he can know all about slums from what he has 
read on the files? 

As if this were not enough to cramp the style of any public 
servant, however gifted, he is also called on to work in a 
world of inhibitions which would frustrate any business man 
who had to work under similar conditions. It is this aspect 
of the civil servant’s environment which is too frequently for- 
gotten by those who are apt to criticise him as an individual. 
First and foremost, there is that mighty potentate, ‘‘ the 
Minister,’’ who wants nothing to be done in his ministry which 
may get him into political hot water, whether by way of critical 
debate or awkward parliamentary questions. The whole of day 
to-day administration, down to the most minute details, is con- 
tinually subject to raking fire in the form of parliamentary 
questions. Then again, there is the continuous scrutiny of such 
parliamentary bodies as the Select Committee on National 
Expenditure and, perhaps worse still, the Public Accounts Com- 
mittee which, several years after the event, on the report of 
the Comptroller & Auditor General, may pillory some decision 
or action which, in the upshot, involved some possibly avoid- 
able, but frequently quite nominal, waste of public money. 
This microscopic criticism, which may merge at any time into 
1 demand for a full-dress debate in which the Minister will be 





* “The Higher Civil Service of Great Britain,” by H. E. Dale. 
University Press, 1941 





Oxford 


November 19, 1943 


called on to justify the actions of his officials, is a root cause 
of the caution, discretion, checking, and counter-checking, and 
general circumlocution which is characteristic of much civil 
service administration. Everything done must be not only 
recorded, but initialled and counter-initialled so that respon- 
sibility may be placed, in pursuit of that elusive ideal that 
the Minister is always right. Such a policy of safety first may 
have its justification in the more dangerous occupations, but it 
is surely destructive of the creative impulses which have built 
up this country as a world commercial power. 

Worst of all, towering over the departments in peacetime by 
virtue of its budgetary functions, is the Treasury. Most of us 
know of, and some have experienced the workings of, what is 
called the ‘‘ Treasury mind.’’ It is the sterile outlook inherited 
from Mr. Gladstone, to whom all public expenditure was an 
abomination. It shows itself in intense concentration on trivial 
matters of expenditure on the one hand and in steadfast 
adherence to precedent on the other hand. It has been said 
that it is far easier to get £1 million out of the Treasury than 
a £10 note. It is not only in the trivialities of administration 
that the hand of the Treasury cramps the style of the depart- 
ments. The system we have described, by its reverence of 
precedent, results in the continuation of policies and methods 
which have long passed the zenith of their usefulness. The 
archaic system of accounting pursued by the government, and 
the correlative doctrine that it does not matter if there are two 
million unemployed so long as the budget is “‘ balanced ’’ by 
further taxation, which may have the effect of increasing the 
number of unemployed still further, are familiar examples of the 
workings of the official mind, expected to work at all times 
within the limits dictated by the doctrine of safety first. The 
stranglehold of the Treasury on innovations involving expendi 
ture, in normal times, is complete. 

There is yet one other little recognised limitation on the 
effectiveness of the central administration, namely, the individual 
autonomy of the great departments of state. Much govern- 
mental procrastination is due to the fact that so many matters 
fall within the purview of more than one department, and there 
are no effective means, except at Cabinet level, of resolving 
departmental disputes. Each department will fight, like a lioness 
guarding her cubs, for the retention of its existing sphere 
of influence and for the continuance of the policies and practices 
which seem right to it in relation to its own particular functions 
Constitutionally, the Minister is in charge of his department and 
is responsible only to the Cabinet and Parliament for its 
administration. He must rely on his officials to such an extent 
that it would be a bold man who would be prepared to throw 
over their brilliantly-worded advice, even to achieve a wider 
synthesis of a matter which falls between two departmental 
stools. Much of the government’s delay in coming to a con- 
clusion about various aspects of post-war reconstruction is due 
to this cause. 

The truth is that the system and outlook of the modern civil 
service derive from an earlier age when the doctrine of /aissez 
faire dominated the political scene. [he system has retained 
the austere virtues of that period of our history but has never 
sloughed off the cramping limitations inherited from an out- 
moded political theory. The ideal was the minimum of State 
interference and control so that, under the stimulating influence 
of free competition, production should be maximised at the lowest 
prices. The less that was spent communally, the more, it was 
thought, would industry be encouraged. Government inter- 
vention was restricted to imposing, when it could not be avoided, 
minimum standards of social decency, for example, in relation 
to safety in factories and mines. The idea that the central 
government should plan the direction of the employment of the 
national economic resources was entirely repugnant to the 
political theories of the time. The last thing that was ex- 
pected of the civil servant was a business outlook. Within the 
limits to which he was required to work, he did his job in a 
manner which excited the envy of other countries. With the 
passing of laissez faire and the deliberate assumption by the 
State of economic functions, the old system will not do. _ It is 
for such reasons that The Economist, in its issue of October 23, 
1943, stressed the need for a new economic civil service. 

The Economist insists that ‘‘ civil servants are not suited by 
their training and experience or (with rare exceptions) by tem- 
perament to handling industrial and economic problems.’’ It 
proceeds: —‘‘ Economic and industrial questions almost always 
involve some technical knowledge and some acquaintance with 
the practical problems of the market place. Of these things the 
civil servant is ignorant and knows he is ignorant. Faced with 
questions that involve them, he is apt merely to play safe, to 
work on precedent, and to avoid any adventures into the 
unknown. He could hardly be expected to do otherwise.” 
The Economist advocates accordingly the recruitment of a special 
class of civil servant with some experience of industry and com- 
mercial affairs ‘‘ who would be the advisers of the government 
on economic questions and the executants of its policy.’’ In 
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atithesis to the methods of recruitment and training already 
scribed, it is suggested that the ‘‘ best field of recruitment 
wuld be among men in their early thirties who are beginning 
feel their feet in industry or commerce; alternatively, men 
wld be recruited earlier and sent out to acquire experience for 
number of years.’’ 

Finally, it must be insisted, any reform of the present system 
gust modify the convention that failure, even on the grand 
vale, will involve no loss of status or salary but, at the worst, 
, transfer to a less exacting post of similar standing. This sequel 
to the doctrine of security of tenure has tended to attract into 
state employment an unduly large proportion of those who, 
hough able, have safety first minds. What will be wanted above 
| after the war is a spirit of bold enterprise and innovation 
ermeating every sphere of the national life. 


The Mont Cenis Tunnel 


WIDESPREAD reports, which, however, lack official confirma- 

tion, have indicated that Germany has sought from 
switzerland facilities for the passage of war supplies from 
ermany through Switzerland to northern Italy, and has been 
et by a refusal. This leaves Germany with only two routes 
to north-west Italy which are available for her purposes, and 
oth run through France and are somewhat circuitous. The 
routes in question are clearly indicated on the sketch map which 
ve publish in this week’s issue (page 515), and comprise that 
hrough the Mont Cenis tunnel, and the coastal route through 
Nice. The former is far more direct, and in many respects more 
mvenient to the Germans, but its strategic value would appear 
)have been nullified by the efforts of French patriots, who are 
reported to have succeeded in causing an explosion which 
sulted in the collapse of the tunnel for a length of at least 
some 150 to 200 metres (say 490 to 650 ft.) at the Modane end. 
The resultant damage has since been reinforced by Allied air 
ombardment from both this country and the Mediterranean. 
fhe Mont Cenis tunnel is the fifth longest railway tunnel in 
he world. It enabled a direct railway route to be established 
etween France and Italy, and also made possible a short con- 
ection between the United Kingdom and Italy. The goods 
raffic through the tunnel in the period between 1919 and 1930 
some 45,800 wagons a year in regard to Italian 
mports, and some 22,200 wagons per annum for Italian exports. 
When the tunnel was opened in 1871, its length was 42,057 ft., 
ut a sliding movement of the mountain slope on the north 
French) end of the tunnel made it necessary to modify that 


averaged 


ction in 1881 whereby the tunnel was lengthened by some 
2624 ft. For 19,780 ft. the tunnel is in French territory and 


ts highest point is 4,245 ft. The north entrance is at a height 
{3,765 ft. and the southern entrance at 4,162 ft. The tunnel 
heavily graded. It is wholly brick-lined, and the line through 
tis double track. Construction was begun on the Italian side 
y the then Kingdom of Sardinia in October, 1857, when the 
lurin-Bussoleno railway line (28 miles), which had been opened 
1 1854, was extended westward. France became interested in 
ie scheme only in 1859, when it took over Savoy. The original 
mvention between France and Sardinia envisaged a contribution 
{ fr.19,000,000 to be paid by France towards the cost of con- 
‘ruction, with a substantial premium if the tunnel were opened 
fore the end of 25 years from 1857. As a matter of fact, 
took but 13 years to complete. A revised convention was 
ncluded between the two countries in 1868 whereby France 
mdertook to anticipate her payments, while Italy pledged 
tself to complete the construction before December 31, 1871. 
the final cost of the tunnel proved to be Lire 41,000,000. Some 
.000 workers were employed at each end, and connection was 
ade on December 25, 1870. The French authorities completed 
eir line as far as Modane (the northern entrance of the tunnel) 
1871, and the tunnel was opened for traffic on September 17, 
871. Work had been accelerated through the invention of the 
ltumatic drilling machine by Germain Sommeiller, who was 
e leading engineer in the scheme. The first compressed-air 
ils replaced hand-drilling in 1860. The tunnel does not pass 
tually under the Col de Mont Cenis (which lies some 17 miles 
0 the north-east of it) but is located under the Col de Fréjus 
lich has an altitude of 8,323 ft. Electric traction was estab- 
shed in the tunnel in May, 1915, when the ventilation system 
istalled in 1903 to replace the original faulty system) was 
smantled. 
It may be remembered that the first to build a railway across 
sroute, though not in a tunnel, was John Barraclough Fell, 
1English railway engineer who built a number of railways also 
a New Zealand, Brazil, Switzerland, etc., as well as in Italy. 
el secured a concession for a railway across the Mont Cenis 
"gion and established a railway with a central grip rail along 
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the Mont Cenis road while the tunnel was under construction. 
Further details of this are given on page 516. 


Future Fuel Utilisation 


IN the welter of fuel economy proposals and propaganda there 

are indications that the established practice of today may 
seem very wasteful in a few years’ time. There is the prospect, 
for instance, that the present-day domestic coal fire, with its 
useful output of around 20 per cent. of the heat of the fuel, 
may be superseded by new solid-fuel fires of perhaps three times 
that efficiency. This is but one of the results likely to accrue 
from intensified research work, by which means alone the 
inevitable increase in the cost of fuel may be offset without 
decrease in comfort for the same expenditure. This research 
work has, moreover, its industrial aspects and it may well be 
that in this direction its effects will be still more impressive. 
There is every indication, for instance, that the general level of 
combustion efficiency in steam boilers will be considerably 
heightened. The best practice already gives us some 80 per 
cent. of the potential heat in the fuel transferred to the steam, 
and along conventional lines only a slight improvement in. the 
utilisation of that heat can be expected; but many of the smaller 
installations still do not exceed 20 per cent. in their overall 
efficiency. 

This low utilisation factor is, to some extent, an inevitable 
feature of any employment of fuel to actuate heat engines and 
arises because not only cannot we use materials capable of 
standing up to the peak temperatures of combustion but also 
we cannot utilise any of the heat below the general temperature 
of the surroundings. Within these natural limitations, however, 
the use of mercury or binary systems* of boiler working offers 
advantages over present practice and the “‘ series ’’ arrangement 
of industrial processes—whereby one process uses heat rejected 
by its predecessor—can also show valuable theoretical improve- 
ment. In straight power production, using steam and condens- 
ing turbines, our best electricity plants may approach 30 per 
cent. overall efficiency, but if the heat in the exhaust could be 
re-utilised for central heating or in some other way, this might 
be doubled. Already where industrial processes can be so 
arranged to take this exhaust heat 60 or 70 per cent. overall is 
being accomplished. The future offers hope that ways and 
means may be found to bring into practice what is already 
appreciated regarding the varying quality of energy, which in 
the form of heat is measured by its absolute temperature, so 
that we may use for any given purpose the lowest quality pos- 
sible as well as the smallest quantity, leaving the higher grades 
for those applications where they are essential. 

Coal, too, is now being recognised as a valuable raw material 
from which very many useful derivatives can be obtained. 
Straight power production by combustion in boilers usually dis- 
regards these derivatives, which at present are only to be con- 
served through carbonisation, for example, via gasmaking. It 
may be, therefore, that the gas turbine will prove one way of 
using our fuel to better advantage. The combustion gas tur- 
bine as at present visualised has, indeed, a lower efficiency than 
the high-pressure steam unit, and even the ‘‘ power-gas ’’ tur- 
bine which may result from the supercharging developments of 
Sulzer Brothers can hope only for a diesel-cycle efficiency of 
around 40 per cent.; but in these directions the derivatives— 
by-products, as we call them today—can be conserved by extrac- 
tion in the gas-making process. It is within the bounds of 
future possibilities that the present by-products may become 
the major factor and that power supplies will be considered asa 
subsidiary result of fuel processing, to be linked up and treated 
as useful indeed, but as by no means the chief object of tech- 





nical activities. 

All these considerations, no less than the re-shaping of our 
industrial processes so as to secure the best possible use of the 
virtue ’’ obtainable from coal, must receive concentrated 
attention in the future. They are not abstractions of academic 
minds, but rather constitute the hope of post-war years. Tech- 
nicians have much to do; much research and development work 
lie ahead, and we must be prepared for drastic reorientation of 
our ideas as well as for big changes in general heat and power 
practice. In the meantime, every avoidable waste of coal, of 
heat, of power, of light, must be cut out, not only as a matter 
of urgency to aid our war effort but also in order to minimise 
as far as may be the rate at which our coal reserves are being 
dissipated—a rate which the scientists of the future may regard 
as truly appalling. It may well be that posterity will be aghast 
at the complacency with which this generation tolerated present 
conditions of fuel utilisation. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Lt.-Commander C. P. L. Sanders 


rhe Laycock Engineering Co. Ltd 
Victoria Works, Millhouses 
Sheffield 8. November 15 


fo THE EpITorR oF THE. RAILWAY GAZETTI 

Sir,—It is difficult to say how much we regret to read of the 
death of Lt.-Commander C. P. L. Sanders, R.N. All that you 
say about him, his enthusiasm, and the trouble he took to 
make personal contact is perfectly true. He first came to see 
us at a time when we were unable to afford the expense of 
advertising, but he was just as considerate in his approach then 
as in later years When at last we did begin to advertise in 
The Railway Gazetle we found an extraordinary response from 
overseas and we were able to tell him that his paper ‘“‘ was 
better than he knew The undersigned well remembers his 
unbounded pleasure at receiving such a testimonial. We shall 
miss him most at the end of the war when the time will come 
when we should be expecting to have a renewal of his welcome 
visits 


We share your loss and hope that this rather disjointed letter 


will convey in some measure the high regard in which we held 
him 
Yours sincerely 
W. G. PALLETT 
+ Dit ; 


‘*The Railway Gazette” 


726, Clarkston Road 
Glasgow, S.4 November 12 
fo THE Epitor oF THE RAILWAY GAZETTE 

Sir,—Many thanks for the November 4 issue of The Railway 
Gazette The reproduction of my portrait has come out 
exceedingly well. Several people have already commented upon 
it Locomotive engineers do not get a great deal of publicity 
they always appear to be at “‘ the wrong end of the train.”’ 

Your great interest, power, and influence is much appreciated 


by railwaymen generally on whose behalf you have worked so 


assiduously 
and may your circulation never fail 


More power to your elbow 
Yours sincerely, 
D. DOBBIE, 
x District | motive Superintendent, Pom. die. L.VLS.R 
Hurpes Benefaciendi 
November 6 
To tHE Epiror or THE RAILway GAZETTE 
Sir,—The tiresome itch with which many of our political 
leaders (sic) appear to have become afflicted appears to be resis 
tant to the cold cream of fact Worse still, it is highly con 


tagious and is spreading 

Morrisonisation or nationalisation of the railways? Morrison 
to control, Womersley not to control! The hydra-headed 
Government sings the Hallelujah chorus with discordant voices 
in different keys 

In your issue of October 29, the article ‘‘ Government Control] 
in Post-War Years’’ sets forth the issue with some clarity. It is 
said that it was well known that there are State railways man- 
aged efficiently in some of the Dominions and Crown Colonies, 
but that most of the lines were constructed in circumstances 
which had no parallel in the development of our railway system 
So far so good, but this does not go far enough in that it deals 
only with the inception of the fundamental financial structure 
of State railways, rather than their management. I submit, and 
call for the opinions of fellow railwaymen in those services, that 


any of the larger colonial railways that is efficiently run, is so 
run only because it has in some measure separated itself from 
the cumbersome Government machine. That is to say, it its 


efficiently run in spite of being a State railway. 
rake, for instance, Kenya, the paradise of railwaymen, wherein 
le management has taken full advantage of long-term planning 
and geography (in spite of government ownership). There, for 
the last 17 or 18 years the railway management has been, and 
continues to be, a very efficient imperium in imperio run by a 
Railway Advisory Board, freed entirely from the slow delibera- 
tive machinery of government. So in Malaya, in lesser degree, 
so in Nigeria of recent years, and the good results that have been 
ichieved in Kenya and Nigeria have been obtained by honour- 
ing normal government methods in the breach rather than in 
the observance. 

The fact not sufficiently 
Government is a deliberative 


known is that by its very nature 
function and the machinery that 
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has grown up around it is attuned to deliberative methods quite 
unsuited to railway management and still less suited to indys. 
trial undertakings. 
Yours faithfully, 
" TRANSPORTUS SUPERBUS ”’ 


** Diesel Railway Traction Supplement”’ 


The Science Museum, South Kensington 
London, S.W.7. November 11 
To THE EpitTor or THE RAILWAY GAZETTE 

Sir,—I understand from our agents, H.M. Stationery Office 
that copies of The Diesel Railway Traction Supplement to The 

Railway Gazette, Nos. 99, 101, and 102 are now out of print 
I would enquire whether you would be willing to insert 4 
notice in a future issue saying that the Science Library is very 


anxious to complete its set of Diesel Railway Traction Supplement 
which lacks Nos. 99, 101, and 102. Anyone possessing copies 
of these issues and willing to dispose of them to the Library 


i much appreciated public service 
Yours faithfully, 

E. LANCASTER JON} 

Keeper of at 


would be performing 


Clock Synchronisation 
Street, 
London, W.C.1 November 14 
To THE EpiTor or THE RAILWAY GAZETT! 
Sir,—With reference to the article and correspondence on the 
ibove published in your issues of October 8 and November 5 it 


4, Gordon 


would appear that electric systems using a master clock for the 
simultaneous operation and detection of multiple subsidiary 
clocks were developed in England, France, and Belgium fron 
ibout 1870 onwards and in Germany from about 1880 

In 1913 a full description was published as Section 5 of 


‘* Handbuch det 
then in use 


Volume 6 of Part 5 of the 
of the three systems as 


Chapter XI in 
Ingenieur-wissenschaften ’’ 


in Germany. One of these, that of Siemens & Halske, had beer 
idopted to synchronise all the clocks on the Berlin and 
Hamburg underground railways as then existing and it is men 
tioned that the hands of the subsidiary clocks of these tw 
installations were moved forward at 30 sec. intervals, as con 


pared with the standard 60 sec. for main-line stations. 

The system of Carl Theodor Wagner as installed at Wiesbader 
Central Station not only operated all the clocks within that 
tation but also 18 subsidiary clocks in suburban stations up t 
i distance of 6 km. (3-8 miles) 

Whereas the two previous systems relied on batteries for their 
current supply, the system of the ‘‘ Magneta’’ A.G., Cologne 
provided the necessary current by means of a special type of 
generator, operated directly by the master clock drive 

Yours faithfully, 
C. CARTY 


New York Central “* L 4”? Locomotives 


21, Briarfield Road, Tyseley, 
Birmingham. November 9 

To tHE Epitor or THE RAILWAY GAZETTE 
Srr,—The description of the New York Central class, ‘‘ L4 
4-8-2 dual service locomotives in your issue of November 5 was 
very interesting, and perhaps a few additional particulars ol! 
these very interesting engines may be welcome. The “‘ L4’ 
class has several modifications in design over the earlier ‘‘ L3’ 


class supplied by the American Locomotive Company at th 
end of 1940. Since the 25 ‘‘ L4’”’ class (road Nos. 3100-3124 
were delivered in December, 1942, they have been attaining 


unit average of 10,000 miles per month, both with heavy freight 
ind passenger trains on moderately fast schedules. 

An all-steel cab replaces the aluminium welded type and 
the total weight in full working order (engine only) amounts t 
397,500 lb. as against the 388,500 lb. of the ‘‘L3’’ class. (It 
is interesting to note that the driving wheel diameter of this 
class is 69 in., but the spacing was made for future installation 
of 72-in. wheels and several of the ‘‘ L3”’ class have recentl 
been so fitted.) The tenders fitted to both classes are identical 
and are of the large capacity type carrying 324 tons of coal an 
15,000 gal. of water. The tractive effort of the ‘‘ L4”’ class} 
59,900 Ib. as compared with 60,100 lb. of the ‘‘ L3,’’ but sinc 
it was desired to give the ‘‘ L4s’’ a tractive effort rating com 
parable to the “‘ L3s,’’ the cylinder dimensions were increase 
from 25} in. to 26 in. 

The changes in wheels and cylinder diameter has materially 
raised horsepower and during a recent road test, an ‘‘L3 
engine showed a maximum of 5,240 indicated h.p., as against 
the rating of 5,400 h.p. of an ‘‘L4”’ engine. The working 
pressure of both classes is 250 lb. per sq. in. 

Yours faithfully, 
A. RICHARDS 
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The Scrap Heap 


The Philadelphia Transportation Com- 
pany offered a ten-dollar reward to any 
employee bringing in a new worker who 
stayed hired for thirty days or more.— 
From U.S.A. sources. 

* * * 


SLOGANS WITH PAY 

Accident prevention slogans are to be 
printed on pay envelopes issued to 30,000 
workers in five London Transport works. 
The slogans include the following : — 

Never lark with machines—they don’t know when 
to stop 

There is no safety device as good asa careful worker. 
There's more trouble in having one accident than 
n preventing a hundred. 


* « * 
DESPERATE REMEDY 

Sir Henry Bashford, who is to look 

iter the health of the Civil Service, 


says: ‘‘In great organisations there are 
lways ‘ problem cases.’ Very often all! 
that is needed to work a cure is a change 
two Civil Ser- 
who could be 

job.—From 


i ere may be one or 
ints, if rumour is correct, 
simply by having a 
The Evening News.’’ 
ae = * 
From Meldreth, a small station on the 
L.N.E.R. in the heart of the Cambridge- 


= 


shire plum and apple orchards, over 
2,000 tons of these fruits have been sent 
away by train during the recent season. 
This figure is three times greater than 
that of before the war, and fruit mer- 
chants in the north of England have not 
wen slow in congratulating the station- 
master at Meldreth on the fact that, in 


pite of wartime congestion of lines, these 

juantities have been dispatched and 

received promptly. 
* . * 

Railway in German-occupied 

Poland is the subject of the illustration 


sabotage 


n one of a series of eight new postage 
stamps issued on November 1 by the 
= 


olish Postal Service, which operates on 
lish ships. Each stamp of the series 


= 





POCZTA POLSKA V4 


lepicts one kind of Polish war activity. 
he railway view, reproduced, shows a 
moonlit railway track in Poland. One 
man is keeping watch, revolver in hand, 
while behind him two others can be seen 
at work loosening a section of rail. This 
| zloty stamp is printed in dark olive. 
o * ~ 

The directors (of the South-Western 
Railway) no doubt imagine that by making 
the second-class carriages as wretched as 
Possible they will drive people into the 
first On most other lines there is a 
Soarded partition, from the top to the 
Sottom of the carriage, between each set 
f passengers, and the sides are partially 
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enclosed to keep out the wind, but not so 
on the South-Western—From a_ letter 
published in the ‘‘ The Times’’ of Novem- 
ber 9, 1843 


* * . 
RAILWAY STAFF REGULATIONS 
Extract from the General Regulations 


applicable to all servants of the Chester & 
Holyhead Railway Company issued in 1853 


I 
Each servant is to devote himself exclu- 
sively to the company’s service, to attend 
during the regulated hours of the day, and 
reside wherever he may be required. 


II 
He is to obey promptly all instructions 
he may receive from persons placed in 
authority over him by the directors, and 
conform to all the regulations of the 
company. 
III 
He will be liable to immediate dismissal 
for disobedience of orders, negligence, mis- 
conduct, or incompetency. 
IV 
No instance of intoxication will ever be 
overlooked ; and, besides being dismissed, 
the offender will be liable to be punished by 
a magistrate. 
Vv 
Any servant using improper language, or 
cursing and swearing while on duty, will be 
liable to dismissal. 
VI 
No servant is allowed to receive any 
gratuity from the public, on pain of dis 
missal 
Vil 
Any instance of rudeness or incivility to 
passengers will meet with instant punish- 
ment 
VIII 
Every servant receiving uniform, must 
appear on duty clean and neat ; and if any 
article provided by the company shall have 


been improperly used or damaged, the 
party will be required to replace it 
IX 
No servant is allowed, in any circum 


stances, to absent himself from his duty 
without the permission of the officer under 
whom he may be acting 
X 
No servant is to quit the company’s 
service without giving fourteen days pre- 
vious notice, and in case he leaves without 
such notice, all pay due will be forfeited 
On leaving the service he must deliver up 
his uniform 
XI 
The company reserves the right to deduct 
from the pay such sums as any servant may 
be fined for neglect of duty and for rent, 
when the servant is a tenant of the company 


XII 

Should any servant feel himself aggrieved, 
he may memorialise the board; but in 
every case the memorial must be sent 
through the head of his department. 

* * baa 

The recent retirement of guard Walter 
Miles from the service of the London Pas- 
senger Transport Board (Northern Line) 
directs attention to the fact that the 
Miles family has an impressive record of 
railway service. Guard Miles’s father, 
who was a guard on the Newhaven boat 
train (London, Brighton & South Coast 
Railway), had had five sons and made 
railwaymen of them all. The family ser- 
vice on the railways totals 286 years; it 
includes nearly 43 years by Walter and 


























‘Don’t keep leaning against that clean 
white cloth with your greasy hair ” 


Reproduced by permission of the proprietors of * Punch’’) 
7 > * 


50 years by Altimus, who was station- 
master at Kennington. But the total is 
yet to be counted, because one brother is 
still at work. In addition, Walter has a 
son at East Finchley Station; he’s a depot 
clerk with 27 years of service, now on a 
trawler in the R.N.V.R. 
* * * 
[TRANSPORT SLIGHTED ! 

is no real need for so strong a 
Lord Leathers, Sir Arthur Salter 
and Mr. Noel-Baker at the Ministry of 
War lransport.— Janus in “The 
Spectator.’ 


There 
team as 


* cs + 
GEORGE STEPHENSON 

As regards George Stephenson, he 
looked like a broken-down old parson— 
at least, that was the impression he gave 
me. When the idea of railways was first 
mooted on the Continent, he went to 
Spain on behalf of a company, in which 
I was interested, to inquire into the con- 
ditions of the country, and to see 
whether railway development in the 
Peninsula was likely to prove remunera- 
tive. He travelled up and down the land, 
and when he came back—although paid 
£100 for his report—contented himself 
with saying: ‘‘I have been a month in 
the country, but have not seen during 
the whole of that time enough people of 
the right sort to fill a single train.’’ This 
is all we could obtain from him. And, 
after all, perhaps he was right, for very 
few Spanish railways have turned out to 
be gold mines.—From ‘‘ The Memoirs of 
Sir Edward Blount.’’ 

* x - 
TAILPIECE 


(The railway Home Guards have com- 
pleted a strenuous summer programme) 


The Home Guard, all the world admits, 
Is British pluck and British wits 
Made manifest in flesh and bone. 

The British Railways have their own. 


With sound of many marching feet 

The summer programme is complete, 

And now the Home Guard passes on 

To yet another winter one. 

Communications—vital word! 

Without them, vain the gun, the sword, 

And thanks to them are doubly due 

Who work the lines and guard them too. 
z:.¢. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


RHODESIA 


Railway Union and ‘ Closed Shop ”’ 

The railway arbitration tribunal (referred 
to on various recent occasions in The Razil- 
way Gazette), which is considering matters 
in dispute between the Rhodesia Railways 
Administration and the Railway Workers’ 
Union, has issued a supplementary award, 
published October 28, against the applica- 
tion of the ‘‘ closed-shop ”’ principle in the 
Railway Workers’ Union due to “ difficul- 
ties and obstacles prevailing in the two 
Rhodesias and peculiar to the Rhodesia 
Railways.”’ 


CANADA 


Railway Scheme Considered 

Mr. R. C. Vaughan, Chairman & Presi- 
dent, C.N.R., stated recently that the 
construction of a railway outlet from the 
Peace River district to the Pacific coast 
‘might be something for consideration in 
the post-war period.’’ The need for a rail- 
way outlet for the north country had been 
mentioned, but could not be considered in 
wartime due to the shortage of labour and 
materials. 

The district in question lies in Alberta, 
and is served by a joint C.N.R. and C.P.R. 
line from Edmonton terminating at Hines 
Creek. 

C.N.R. Oil Production 

Production of fuel oil for the railway’s 
locomotives in western Canada has been 
commenced by Cannar Oils Limited, the 
subsidiary of Canadian National Railways 
formed for the purpose in its 620 acres at 
Vermilion, Alberta, about 130 miles east 
of Edmonton. Already twenty wells have 
been drilled, out of fifty planned ; and ten 
are producing. 350 barrels a day. Other 
operators are producing in the same field, 
and the railway takes the entire output of 
the treating plant of the Vermilion Re- 
finery Company at Borradaile, near Ver- 
milion. 


UNITED STATES 


An Avoiding Line in Texas 

Construction has been completed, at a 
cost of $958,150, of a main line for the 
Missouri-Kansas-Texas Railroad between 
Pottsboro and Sadler, Texas. Except for 
the building of stations and the installation 
of signal and telegraph equipment, which 
has been executed by the company, the 
Federal Government has carried out the 
work under contract, as the original line, 
now abandoned, is being submerged as 
the result of one of the large flood-water 
control schemes now in course of develop- 
ment in the U.S.A. The new line has a 
maximum inclination of 1 in 100, and the 
sharpest curves are of 29-ch. radius; it 
has been laid with 90-Ib. rail 


A New York Terminal Record 

Passenger traffic into and out of the 
Grand Central Terminal of the New York 
Central Svstem in New York (which is 
used also by the New York, New Haven & 
Hartford Railroad) reached an all-time 
high record during the month of July last, 
when 5,581,350 passengers used the sta- 
tion: the record for a single day was 
broken on July 2, when 216,819 passengers 


arrived or departed. The increase over 
July, 1942, when 4,535,654 passengers 
used the station, was thus 23 per cent. For 


a single day’s traffic, the record previously 


December 24, 1942, 
arrived or de- 


had been attained on 
when 209,272 passengers 
parted. 

Signalling and C.T.C. Contracts 

A contract has been placed by the New 
York Central System with the General Rail- 
way Signal Company for the replacement of 
all the semaphore signals between Pough- 
keepsie and Tivoli, New York State, by 
colour-light equipment. In all, 193 type 
SA signals, 1,252 type B relays, 449 code- 
following and 156 code transmitters, and 
other material are required. Installation 
will be carried out by the railway company 
and will cover 254 miles of the principal 
New York Central four-track main line 
between New York and Chicago. 

The Union Switch & Signal Company has 
received a contract from the Seaboard Air 
Line Railway to supply materials necessary 
for the extension of the present centralised 
traffic—control installation, from Richmond 
to Alberta, Virginia, southwards for 42 miles 
to Manson, North Carolina, 103 miles from 
Richmond. The machine controlling the 
new section will be located at Raleigh, 54 
miles south of Manson. Materials are being 
supplied also for an extension by 8 miles of 
the Youngville-Millbrook c.t.c. installation 
to Hillsborough Street, Raleigh, with a new 
control machine in the Raleigh yardmaster’s 
office. These extensions, which will be 
installed by the railway company, will 
make it possible to co-ordinate all main-line 
and shunting movements through the new 
terminal and the yard at Raleigh, North 
Carolina, and will complete nearly 160 miles 


of continuous c.t.c. The order includes 
125 colour-light signals and 42 electric 


switch movements. 


Wagon Retarders at Lincoln 

For its new 36-track classification yard at 
Lincoln, Nebraska, now nearing completion, 
the Chicago, Burlington & Quincy Railroad 
has ordered from the Union Switch & Signal 
Company 14 electro-pneumatic wagon- 
retarders, 36 direct-acting electro-pneumatic 
switch layouts, 2 style A-1 switch and lock 
movements, and all necessary searchlight 
signals and other equipment. 


ARGENTINA 


Mendoza-Rosario Railway 

It is announced that an agreement has 
been reached between the General 
Manager of the Argentine State Railways 
and the representative of the creditors of 
the Mendoza-Rosario Railway (an abor 
tive project dating back some 20 years), 
who had taken over the concern in bank 
ruptcy proceedings, for the purchase of 
their rights and all materials and equip- 
ment, for 1,300,000 pesos. The purchase 
price will be paid in two instalments: 
half in cash down, and the _ balance 
within six months It is announced that 
the track of the only section of line con- 
structed (some 50 km.) will be lifted, and 
used on the construction of the State 
Railways branch from Mendoza _ to 
Malargue. 


B.A.W.R. Branch Authorised 

The Buenos Ayres Western Railway 
has been authorised, in accordance with 
plans submitted to the National Railway 
Board and approved by the Ministry of 
Public Works, to undertake the construc- 
tion of a branch line, about 21 km. long, 
from Canalejas Station, on the main line 
from Bragado to Colonia Alvear, in the 
province of Mendoza, to the west. The 
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branch will open up a district from whict 
supplies of firewood for the company’s 
locomotives can be obtained. ; 


Underground Silo Scheme 

The Argentine Minister of Agriculture 
has appointed a committee of five mem 
bers, two of whom represent the Nationa] 
Grain & Elevators Board, to study and 
report on a scheme for the construction 
of a number of underground silos with , 
joint storage capacity of 1,000,000 tons 
of wheat. The materials used will be 4 
mixture of cement and earth, and the 
silos will be distributed throughout the 
country in accordance with the recom 
mendations of the National Grain & 
Elevators Board. Itis hoped thus to solve 
at least in part, the difficulties caused by 
the shortage of grain bags. It is planned 
to have the silos ready for storing the 
balance of the 1942-43 wheat crop, which 
has been bought by the Government 
before the new crop is harvested. 


URUGUAY 


A Railway Jubilee 

The fiftieth anniversary of the laying 
of the foundation stone of the Central 
Station, Montevideo, of the Central 
Uruguay Railway occurred on August 27 
To mark the occision Mr. H. H 
Grindley, Director & General Manager 
held a reception, to which were invited 
the Minister of Public Works and his 
principal officials, the Chief Engineer and 
staff of the Direccién-General de Ferro 
carriles, the Director of the Railway 
Accountancy Control Section of the 
Uruguayan Accountant-General’s Depart 
ment, the General Manager and executive 
officers of the State Railways, thr 
officers and senior staff of the Central 
Uruguay Railway, a group of railway 
pensioners, and descendants of tho-e wh 
had taken part in, and a number of 
persons who had been present at, the 
original ceremony. 

The foundation stone was laid by the 
then President of the Republic, Dr. Julio 
Herrera y Obes. At the jubilee cere 
mony, it remarked that it was a 
tribute to the skilful planning and fore 
sight of the architect, Senor Andreoni 
as well as to the efficiency of the work 
manship, that the building was still ade 
quate for its purpose as the sole terminal 
station of the capital, and had required 
no fundamental alterations. 


CEYLON 


Increase in Working Receipts 
An increase is reported in the working 
receipts of the Ceylon Government Rail- 
way for the month of June last of 
Rs. 757,000, and for the first nine months 
of the current financial year of Rs. 7,003,000 


chief 


was 


New Passenger Timetables 

Revised passenger-train services are m 
operation, a feature of which is an improve- 
ment in branch-line connections. Colombo 
suburban services have been strengthened 
by additional evening and night trains 
Concurrently, the higher passenger fares, 
referred to in The Railway Gazette o 
August 20, have been introduced. 


Delays at Level Crossings 

As a result of an increase in the number 
of complaints made by drivers of motor 
vehicles about level-crossing gates remain- 
ing closed for unduly long periods, steps 
have been taken to reduce unnecessat) 
stoppage of road vehicles. In future, trains 
halted at stations where there are level- 
crossings will be kept clear of the gates. 
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The Railways of Ecuador 


Of 687 route miles, 70 per cent. are of 3-ft. 6-in. gauge, 
and narrower gauges are scheduled for conversion. Railway 
development is retarded by difficult terrain and inadequate finance 


HE Republic of Ecuador bounded on _ open for traffic from Sibambe (junction with 
the north by Colombia, on the east and the Guayaquil-Quito) to Tambo, 434 miles, 
south by Peru, and on the west by the and the section Tambo-Biblian, towards 
Pacific Ocean, has an estimated area of Cuenca, is now being built. The completed 
219,000 sq. miles, and a population of about extension will give direct connection 
3,000,000. The country is divided by the between Cuenca and the Guayaquil-Quito 
great chain of the Andes, running north line, and eventually the route will be con- 
and south, and, because of the scarcity of tinued to the southern port of Puerto 
navigable waterways and the great differ- Bolivar. From the latter point begins the 
ences in level, the transpert facilities are railway to Pasaje and the Rio Amarillo, 
poor, a defect that is remedied only partly which forms part of the ambitious Trans- 
by air transport. Railway development Amazonic scheme, to link up the Pacific 
has been slow and, with the exception of port with the Amazon region through Loja. 
the Guayaquil & Quito Railway, limited to Another similarly ambitious project is the 
lines of local interest. The route-mileage extension of the Ambato line 180 miles 
now totals 1,104 km. (687 miles) ; 481 miles, 
or 70 per cent., are of 3-ft. 6-in. gauge, 108 







505 





eastward to the Curaray river. Only 154 
miles of this line are open, and further work 
would seem to be contingent on the develop- 
ment of oil properties in the Oriente region. 
The Central Railway, originally a British 
concern, will no doubt be connected some 
day, through the proposed branch from 
Calceta to Portoviejo, with the line from 
Bahia. 

The following is a list of the principal 
Ecuadorian railways and their gauge and 
mileage 


Gauge km. Miles 

Guayaquil & Quito Railway 

Company ... es -. 3 ft. 6in. 464 288 
Bahia-Quito one oa» 2 Bee 96 60 
Central Railway... een a 60 38 
Guayaquil-Salinas (Ferrocarril 

a la Costa) ~~ 66:66. (7 108 
Quito-Esmeraldas . —— : 4) % 134 84 
El Oro sted ae wid rss 81 50 
Sibambe-Cuenca ... ms is 70 434 
Ambato-Pelileo (Ambato- 

Curaray River) ... jee ee 25 154 


1,104 6287 





miles standard (4-ft. 84-in.), and 98 miles 
2-ft. 54-in. gauge. 

Most of the railways are owned by the 
State and operated by the Government or 
by provincial authorities. Even in the 
case of the few privately-owned lines, there 
is some degree of State control, generally 
in the form of ownership of part of the capi- 
tal or bonded debt. Of the railways 
actually owned and operated by the State 
the majority are incomplete, forming part 
f more or less ambitious schemes, of which 
only a fractional portion of the mileage 
has been constructed and is in working 
The lack of capital would seem to be a 
grave obstacle to the development of the 
country. 








rhe most important railway in Ecuador 


- c ” 
is the Guayaquil-Quito, connecting the to Domingo ae 
capital with the principal port of Guayaquil 9 oo QUITO 
on the Pacific coast. This line was begun s Ps 
as far back as 1871, but it was not until . o* Machachi 

a é ; Bahia d ail 
1897, when the Guayaquil & Quito Railway e Caraquez eon 
: “< . t e 


Company was incorporated in New Jersey, 
U.S.A., that any progress was made; the Manta 
railway was completed in 1908. It is a 
most interesting piece of railway engineer- © 
ing. The line, which is of 3-ft. 6-in. gauge 
and single track throughout, begins at 
Duran, across the River Guayas from 
Guayaquil, and, after traversing 54 miles 
of low-lying lands, ascends in the next 50 
miles, to a height of 10,626 ft. At the 
highest point an altitude of 11,842 ft. is 
reached before the line enters the Quito Ww 
plateau at 9,375 ft. After passing Sibambe 
(junction for Cuenca) the Alausi loop and 
the Devil’s Nose double zig-zag (including 
a V switchback) are traversed, with maxi- om 
mum gradients of 5-5 per cent. (1 in 18). 
[he journey to Quito, 288 miles, takes 
12 hours. O 
Two other railway lines are projected to 
link the capital with the coast; one is 
the continuation, now in course of construc- 
tion, of the Quito-Esmeraldas Railway, x 
from Ibarra (134 km., 84 miles) to San 
Lorenzo, and the other is an extension of 
the Bahia-Quito Railway, which is finished Q 
only as far as Chone. This latter line is 
part of a concession granted to a French 
company in 1902, and transferred in 1909 
to the Compagnie Frangaise des chemins de 
fer de l’Equateur. The gauge is 0-76 m., 
or 2 ft. 54 in., but it is proposed to convert 
this to 3 ft.6in. Work on the extension is 
at present suspended, but eventually this 
line will afford a short route between the 
capital and tidewater at Manta and Bahia 
de Caraquez. 
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actually proceeding is the continuation of 


the Sibambe to Cuenca Railway. This is Existing and proposed railways in Ecuador, showing gauges 
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Reclamation of Non-Ferrous Scrap Metals* 


An account of the South African Railways’ metal reclamation 


plant at 


BEFORE 1930 the only reclamation of 
non-ferrous metals undertaken by 
the South African Railways was confined 
to a small amount of white metal which was 
used for tender bearings; all other scrap 
metals were exported for treatment. 
Towards the end of 1930, because of the 
large sums of money being spent on new 
lead-free locomotive white metal, an in- 
vestigation into the re-use of white metal 
was ordered. It was found that recovered 
metal containing lead gave satisfaction in 
service and could be safely used ; a lower 
grade of metal containing 10 per cent. lead 
was adopted and resulted in considerable 
savings. In 1932 it was decided to estab- 
lish a central plant for the reclamation of all 
non-ferrous metals ; this plant now consists 
of three pot furnaces for white metals, four 
reverberatory furnaces for bronze turnings, 
a reverberatory furnace for treating white 
metal dross and skimmings, a Bellman 
furnace for the separation of bronze- and 
white-metal turnings and a pit furnace and 
two Morgan tilting furnaces in which pack- 
ing metals and hardening alloys are manu- 
factured 
The white metals used for bearings are 
to the following chemical specifications :— 


Victoria 


swarf castings for the whole Union are 
machined at Pretoria on special machines 
fitted with boxes in which the turnings 
are collected and returned to the reclama- 
tion plant for remelting. 

Three types of bronze are used, the 
chemical compositions of which are shown 
in the following table :— 


TABLE I1—COMPOSITION 
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are charged into a heated reverberatory 
furnace, fluxed, and well raked. A quan- 
tity of white metal released from the dross 
flows out of the furnace and is ingoted 
The residue of metallic oxides is mixed with 
Astra-Reco flux and powdered anthracite 
coal, the furnace is sealed, and heated to 
1,090°°C. The oxides are reduced to metal 
which is tapped out of the furnace, ingoted 
and refined. 

Quantities of scrap lead, zinc, and alu- 
minium are also reclaimed, melted down, 
fluxed, and ingoted for further use. 

To illustrate the steady progress of the 
reclamation plant at Pretoria the output 


OF S.A.R. BRONZE MIXTURES 





| Chemical composition, per cent. 








Alloy ; 
| 
Copper | Tin Lead | Zinc 
A.B... 88 10 ° 2 | 
B.M....| 85 5 | 5 5 | 
ee 78 8 } 13 1 
(max.) | 





Axleboxes, bushes, bearings. 

Boiler mountings. 

Connecting-rod bushes not white metalled and using 
grease as a lubricant. 





* Due to contamination up to I} per cent. is permitted 


After passing over magnetic separators 
to remove any iron and steel, the turnings 
are melted down in one of four 30-cwt. 
capacity reverberatory furnaces. The cast 
is ingoted, analysed, and remelted with 


BEARING AND PACKING METALS 








TABLE |-—-COMPOSITION OF S.A.R. 
sicisislomtnieientantatitetan — : 

Chemical c>mposition, per cent. } 
Alloy z as Pail pecan = 

Tin Antimony | Lead Copper 
L83 . 83 i Nil 6 
L83T 74-6 10 10 5-4 | 
C80 5 1S 80 | 
P80 5 15 80 | 
P66 . | 66 33 


| 
| 
| 


New tin base white metal for locomotive bearings. 
Reclaimed tin base white metal for locomotive bearings. 
Lead base white metal for carriage and wagon bearings. 
White metal packing for saturated steam. 

Lead-copper packing for superheated engines. 





P 66 alloy—During the manufacture | per cent. sulphur is added to minimise segregation of the lead. 


The white metal is run out of old bear- 
ings and ingoted, care being taken to keep 


the two grades of metal separate; the 
furnace employed consists simply of a 


sloping cast-iron plate heated underneath 
The scrap white metal is melted down in a 


cast-iron pot of 27 cwt. capacity; the 
temperature is controlled at 300° C. for 
L 83 metal and at 350° C. for C 80. Com- 


pressed air is blown through the molten 
metal for 15 min. and then dry steam for 
a similar period. This it is claimed, pro- 
duces an even-grained metal with no oxide 
inclusions. Any dross is removed, and 
after treating with Astra Lead-Tin flux 
the cast is hand-ladled into ingot moulds 
When the chemical analysis has been deter- 
mined, the white metal is re-melted and 


the necessary new metals added, after 
which the finished metal is poured into 
ingot moulds marked L83T or C80T 


according to the grade being treated 

The South African Railways use two 
grades of packing metal, a lead-base white 
metal for engines using saturated steam, 
and a lead-copper alloy for superheated 
engines (Table I). The reclamation of the 
P 80 metal is a simple matter; the turn- 
ings and ends are melted down and poured 
in cast-iron permanent moulds. Flour or 
talc is. used to coat the iron cores and 
moulds. To prevent contamination of P 66 





* Abstracts from a paper read before the South 
African branch of the Institute of British Foundry- 
men by Mr. A. B. Sidey, whe s in charge of the 
reclamation plant. The». was printed in The 
Metal Industry dated Septemt 24, 1943 


the necessary new metals. After being 
made up to specification, the metal is cast 
into marked ingot moulds and dispatched 
to stores for distribution to the various 
foundries. 


Mixed Bronze and White-Metal 
Turnings 

[Treatment in a reverberatory furnace 
built for the separation of this material 
proved a failure and from 1933-1937 the 
separation consisted of sieving the turnings 
to remove all small particles (which were 
sold) and heating the larger turnings on an 
oscillating sieve built in a furnace. The 
white metal melted, passed through the 
sieve and out of the furnace. In 1940 a 
new process evolved by Bell & Manken was 


introduced. After removing iron and steel 
by magnetic separation and the finer 


particles by sieving, a quantity of the mixed 
turnings is placed in a wire-mesh rectangular 
basket and immersed in a bath of oil the 
temperature of which is maintained at 
327°C. CO, fire extinguishers are provided 
in case the flash point of the oil is acci- 
dentally reached. After 2 min., the mesh 
basket containing the turnings is removed 
from the oil and placed on a jolter. Jolting 
takes place, and the white metal percolates 
into a container which is an integral portion 
of the oil bath. The white metal is then 
tapped into an ingot mould, the bronze 
turnings removed from the basket, and the 
operation repeated. 

White metal skimmings and dross col- 
lected from all the workshops and depots 


of reclaimed metals is given. For 
eight months of 1932, 525 tons of various 
metals were reclaimed and made up to 
specification ; this figure rose to 2,230 tons 
in 1937, and 2,897 tons in 1941. 

The value has been considerable, and 
when it is borne in mind that tin, anti- 
mony, lead, and zinc are all strategic metals, 
it can be imagined how valuable a metal 
reclamation plant is in wartime. 








HENRY SPURRIER SCHOLARSHIP AND 
GRANTS.—The Council of the Institute of 
Transport has announced the conditions for 
the 1944 awards of the Henry Spurrier 
Memorial Scholarship and Grants. Details 
are obtainable from the Secretary of the 
Institute, 15, Savoy Street, London, W.C.2 


U.S.A. BaLt-BEARING OvuTpUT.—A 
decline of approximately 30 per cent. is 
stated to have taken place in the output 
of ball bearings in the U.S.A., due to 
labour shortage. The War Production 
Board contemplates drastic measures. The 
companies concerned estimate that an 
increase in manpower of at least 15 per 
the Govern- 


cent. is required to meet 

ment’s production demands. Little hope 
is advanced that the shortage can be 
compensated by the use of new 


machinery. 


BRoNzE O1t RETAINING BEARINGS.—The 
British Standards Institution has issued 
a war-emergency British Standard for the 
dimensions of bronze oil retaining bear- 
ings, prepared in collaboration with the 
Ministry of Supply and the three manu- 
facturers of this type of bearing. The 
present standard relates to cylindrical- 
type bearings of nominal bores from 
# in. to 2} in. Various standard- 
lengths are established in the schedule, 
and the appropriate limits are given {or 
the bore of the housing into which the 
bearing is to be assembled. Each size 
and length of standard bearing has been 
given a specific reference number for con- 
venience when ordering. Further speci- 
fications are to be issued for flanged bear- 
ings and thrust washers. Copies of this 
British Standard (B.S. 1131) can_ be 
obtained from the Institution, 28, Vic- 
toria Street, S.W.1, price 2s. each, post 
free. 
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Signalling Progress in the U.S.A. 


Development continues in a wider use of remote and centralised 
control, automatic interlocking at crossings, and replacement of 
semaphores by light signals 


THe annual signalling statistics for 
1942, issued by the American Inter- 
state Commerce Commission, have now 
been published. For economy reasons 
they are not being issued to the public, 
as in normal times. The tendencies 
apparent for some years are increasingly 
prominent, and the growing demands 
made on rail transport by war traffics, 
some of which are now exceptionally 
heavy, have compelled the installation of 
new or revised signalling on several im- 
portant sections of track. The steady 
growth of automatic signalling continues 
and the accompanying diagram shows 
how it has spread during the last 30 
odd years. 
As long ago as 1910 there were over 


160 


miles. How different the conditions as a 
whole are compared with those ruling in 
Great Britain and the principal European 
countries is illustrated by the fact that 
out of 168 railways only 41 have the 
whole of their mileage over which pas- 
senger services are run operated on the 
space-interval principle, although many 
others have a high percentage. It is esti- 
mated that there are about 199,000 miles 
of track involved, with route mileage of 
about 166,000. Some of these lines 
operate a very small mileage, as in the 
case of certain terminal companies, and 
a few, though listed under individual 
names, are really parts of one large 
system of lines. A remarkable instance 
of an important railway operating a con- 
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20,000 miles of track controlled by auto- 
matic signals, and this figure has now 
multiplied five-fold. In 1910 just over 
60,000 miles of track were worked on 
the block system, or space-interval prin- 
ciple, by non-automatic equipment, but, 
with slight variations, these forms of 
working have declined steadily since 
1915. Despite the great mileage of single 
line, only 36 miles are now controlled by 
the electric train staff. At the beginning 
of the present year there were 67,287 
route miles equipped with automatic 
signals; 35,162 miles had semaphores 
the overwhelming majority were electri- 
motor worked) and 30,890 miles had light 
signals. Of these signals the majority are 
plain colour lights; the position-light and 
colour-position-light are used only by a 
few lines. Old types of automatic signal, 
such as the enclosed disc, are steadily 
falling into disuse. Notwithstanding this 
great use of automatic signals, there is 
still much route mileage—over 47,000— 
controlled by manual block systems. As 
in instance of the difference of practice 
compared with British methods it may 
be stated that on some 30,000 route miles 
block working is done by telephone mes- 
the Morse telegraph is employed 
on 17,000 route miles. 

[here is a great deal of permissive 
working, usually for freight trains only, 
but on some lines for passenger traffic 
ilso. Manual working declined on 1,473 
route miles, compared with the last 
year’s figures, but this was not strictly 
the case, as one railway had been report- 
ing incorrectly for some time and the 
actual decrease was not quite 1,000 route 


sages; 


siderable mileage with practically no 
block working of any sort is provided by 
the Minneapolis & St. Louis Railroad, 
which is stated to have 1,100 track miles 
over which passenger trains work with 
only 1-8 per cent. controlled on the block 
principle; train dispatching is relied on 
elsewhere, aided by the ordinary standard 
code of operating rules. This line would 
appear to be very conservative in other 
respects, for it is the one important line 
which still uses the telegraph exclusively 
for dispatching purposes. 

There are many other instances of lines 
having a good deal of route still unpro- 
tected by any form of block working, 
manual or automatic, so that despite the 
large amount of work already done there 
is still much scope for the activities of 
the signalling industry. From comments 
made during the last year or two by in- 
spectors appointed to inquire into col- 
lisions, it appears likely that, but for the 
war, a good many railways would have 
been compelled to make _ substantial 
changes in these respects. Several serious 
accidents have occurred through lack of 
block workihg allowing mistakes made in 
the dispatching to lead to trains meet- 
ing head on. On the other hand there 
are some lines, operating long overland 
routes, such as the Chicago, Burlington & 
Quincy, which have their entire mileage 
automatically signalled, or worked by 
the best forms of manual block. In 
certain instances this has been the case 
for m7ny ye?rs and the accident record of 
such railways has been most praiseworthy. 

Little new work is at present being 
done in connection with cab signals and 
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automatic train control. The Pennsyl- 
vania system is the principal user of this 
equipment, and has cab signals in asso- 
ciation with lineside automatic signals on 
3,396 track miles, with 2,182 locomotives 
and 334 motor coaches fitted. The next 
largest track mileage is 966 on the 
Chicago & North Western, with 334 loco- 
motives fitted with cab signals and auto- 
matic train control, but no_ lineside 
signals. 

The growing appeal of centralised traffic 
control, the technical development of 
which is still proceeding and is of very 
great interest, is shown by an increase 
from 2,163 to 2,974 route miles, from 
1,676 to 2,030 pairs of controlled points 
and from 4,285 to 5,496 controlled signals 
in the twelve months. The number of 
entirely automatic signals in the C.T.C. 
areas increased from 2,082 to 2,615. At 
the end of last year 260 installations were 
in service, covering 2,974 route miles, 
and 3,592 track miles. Many installa- 
tions cover only a short length of line, 
but there is an increasing tendency to 
take full advantage of the facilities 
afforded by C.T.C., now that extended 
experience has proved the reliability 
of the apparatus, and to use it on 
considerable lengths of route. Traffic 
volume and frequency naturally set limits 


to the amount of route a single dis- 
patcher can control efficiently, which 
makes a comparison on the basis of 


length of installation of relatively little 
value. 

Nevertheless, some cases are of out- 
standing interest. The longest section 
controlled from one point was apparently 
still the well-known installation on the 
Burlington between Akron and Derby, 
105 miles, but some other installations 
now approach this figure. The Denver & 
Rio Grande Western now has 107 miles 
of route fitted throughout, but not con- 
trolled by one dispatcher. The par- 
ticular traffic conditions obtaining on this 
line, coupled with the characteristics of 
the route, render centralised working 
especially beneficial and an _ extension 
covering 128 miles has been authorised 
for the present year. The success of this 
type of working in America has been due, 
not only to the skill brought to bear in 
designing and installing the equipment, 
but equally to the care with which the 
maintenance work has been organised. 

Since the publication of this report a 
C.T.C. installation 175 miles long, with 
only one control point, has been put in 
service between Daggett and Las Vegas 
on the Union Pacific Railroad. 

Of ordinary interlocking plants, 4,460 
were at work at the beginning of this 
year, of which 383 were automatic. There 
were only 1,767 mechanical signal boxes. 
Of the old all-pneumatic installations 
only 6 remain. In addition to the ordi- 
nary plants there were 473 remotely con- 
trolled. Compared with the extent of 


the American railway systems_ these 
figures are very low and there is un- 
doubtedly room for a _ considerable 


increase in the use of interlocking. 








B.E.T. Group NaTIonat Savincs.—The 
savings of the B.E.T. group of bus com- 
panies for the three months to September 
30 totalled £39,262. Some average weekly 
savings figures for the quarter are :— 

Per employee Per contributor 

3s. Od. 7 


Aldershot & District 5s. 7d. 
East Midland... - 2a 7s. Id. 
County Motors os «6a 5s. Id. 
North Western -“ ove 5s. 6d. 
Western Welsh ——- +. * 5s. 2d. 


The total savings of the group to September 
30 are £372,826. The number of employees 
in the group is approximately 32,500. 
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Cement Grouting Railway Formation 


To obviate water pockets and 


weak spots in the formation, 


pressure grouting with cement has been satisfactory in America 


C ONSIDERABLE success has attended 
systematic grouting of both embank- 
ment and cutting formation with cement, 
in order to stabilise weak roadbed in cer- 
tain countries. Serious water pockets in 
embankments often produce bulges in the 
side slopes, and the more common un- 
stable formation in cutting is generally all 
too obvious. It must be remembered, 
however, that cement grout cannot be 
forced into clay or even ballast imbedded 
in clay, also that air, water, or other 
material has to be forced out to make 
room for the cement. In a water pocket, 
for instance, the water can be driven out 
through vents or may force confining bar- 
riers to yield. 
Injecting water before cement grout not 
only washes out clay or other solids and 
opens up passages for the uniform distri- 


|--¢ Qurside 


Grout injection po/nr: | 
Grout a 


“Fairly open ballast 


-Ligvetieg S/reak 


Crises types of water pockets and their treatment. 


bution of the grout, but also tests the 
subsoil to show whether it is suitable for 
grouting or not. Test pits, cross trenches 
or bore holes will determine the nature 
of the material under the track and, 


Grout injected at the further ** point” 


TraCK 


is squirting from 
the nearer one, which must be plugged be 


furthermore, when the ‘‘ points’’ or 
nozzle pipes are driven into the formation, 
the resistance encountered from time to 
time during driving generally gives a good 
idea of the conditions beneath the track. 
The points are usually driven in by 
sledge hammer at an angle under alter- 
nate sleeper ends and until solid clay is 
reached; the point should then be pulled 
back just clear of the clay. The point 
can be lengthened to any required extent, 
but this is seldom necessary. If it is un- 
certain whether a watér pocket will take 
grout, a few widely spaced injection 
points can be driven and tested with 
water. If water cannot be forced in at 
the maximum (100 lb. per sq. in.) pres- 
sure, the point is in clay and should be 
pulled back 6 in. for a second trial. These 
tests should be repeated up to 2 ft. below 


Grout supply hose 


fairly om 4 Lallast 
Clay sine 


Left : 


rail level, if necessary. Where the water 
gushes out from points driven some dis- 
tance away, it is advisable to continue 
the water injection for a time to clear out 
a passage for the grout. It is usual for 
the grout points to 
be driven half a 
day’s work ahead of 
the grouting, and 
for their upper ends 
to be left just below 
rail level, so as not 
to interfere with 
traffic. 

Before grouting 
begins, a level board 
should be placed 
across the rails to 
ensure that up- 
heaval on one side 
does not occur. 
Grouting should 
continue so long as 
each point will take 
the grout, provided 
there are no break- 
throughs to waste 
the grout or the 
track is not unduly 
heaved up. If it is 
uncertain whether 
the grouting has 
been effective, it can 
repeated after 


Ligue ed streak 
Example of double track. Right : 
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Driving ** points ”’ with sledge hammers 


—. Crovt injection points —> 


—Compacted ballast 


Fill PS “ 
Single track 


the points have been ram-rod cleaned, or 
fresh points can be driven. The points 
should be withdrawn within a few hours 
of grouting, otherwise the setting of the 
grout will make this difficult. In case 
passing trains cause grout to spout from 
the points, they should be screw-capped 
or plugged to prevent wastage and ensure 
a wider distribution of the grout by the 
pressure from the trains. 

The grout must cement the material 
between injection points into a _ con- 
tinuous mattress strong enough to resist 
deformation and distribute the load over 
the roadbed. The proportions of cement, 
sand, and water used will depend on the 
physical conditions of the material to be 
grouted and also upon trials. Extremely 
fine sand only must be used such as will 
pass through a No. 14 sieve, or, better 
still, a No. 30 sieve. If, say, a mix of 
10 gal. water to a bag of cement is freely 
taken, the proportion of water should be 
reduced and sand added instead, if neces- 
sary, up to a maximum of 200 Ib. of sand. 

The number of men and size of plant 
required depend on the extent of the job, 
but roughly 3 cu. ft. of grout per ft. run 
of track can be taken as a maximum, re- 
quiring 90 cu. ft. of grout an hour. To 
provide a continuous supply of grout, the 
use of twin mixers is advisable. This 
system has now got beyond the experi- 
mental stage in America. 








CONTROL OF IRON & StEEL (No. 32) 
ORDER, 1943.—This! Order, which came 
into force on November 3, revokes and 
remakes in consolidation form the Control 
of Iron & Steel (Nos. 15-20, 22, 23, 26, 
28, and 31) Orders, 1941-3. It includes 
the following new provisions: (1) Exten- 
sion of control to noibium and tantalum 
ores and all chemical compounds of 


molybdenum, tungsten, or vanadium 
(exclusive of catalysts or pigments); (2) 
it permits stockholding merchants to pre- 
pare material supplied against an 
authorisation under the Distribution 
Scheme to the extent covered by that 
authorisation (in other cases stockholders 
may perform simple operations such as 
cutting and holing); (3) where a re-sale is 


made at the request of the Minister of 
Supply involving additional transport 
costs, he may authorise an addition to 
the maximum controlled-price; (4) it per- 
mits the purchase without authority of 
up to two rolls, not exceeding £3 in 
value, of used  wire-netting in any 
calendar month. The Order is S.R. & O., 
1943, No. 1530, price 4d. 
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Plant for the Heat Treatment of High Speed and 
Alloy Steel Tools 


Special furnace equipment for workshop use has been 
installed by the L.M.S.R. 


ARIOUS practices for the heat treat- 
ment of high speed and alloy steel 
tools were carefully investigated by the 
L.M.S.R. preparatory to the installation 
of a special plant for the purpose. It was 
concluded that the salt bath treatment 
was best suited for high-speed steel; for 
the treatment of alloy-steel tools and thx 
re-heating of carburised details it was 
decided to instal an electrically-heated 
furnace with a gas-controlled atmosphere. 
In the shop devoted to these processes, a 
special feature has been made of good illu- 
mination, contrary to the generally 
accepted idea that heat-treatment shops 
should be poorly illuminated so that tem 
peratures may be determined visually. 
Even by night the lighting is good; it is 
provided by fluorescent tubes which give 
a light intensity equal to daylight at the 
working plane 
As can be seen from the general view 
of the shop, the furnaces, with the excep- 
tion of one on the extreme right, are 
arranged in a straight line and served by 
a pulley block on a runway. The muffle 
furnace, which is the exception, is set 
back to allow access through the door. 
To ensure a comfortable working height 
for the tool hardener the furnaces in line 
are sunk into the shop floor so that the 
height of the furnace top is at the con- 
venient level of 2 ft. 6 in. from the floor. 
The oil and water quenching tanks seen 
in the foreground have been lowered in 
the same way. 
rhe first step in the sequence of opera 
tions is the initial pre-heat; this is car- 
ried out in the furnace on the extreme 
left which is of the forced-air-circulation 
type. The tool is then transferred to the 
next furnace in line which is a salt bath 
of refractory material ((Sillimanite) in 
which the heating is done by immersed 
electrodes. After this the tool is trans- 
ferred to a similar salt bath operating at 
the hardening temperature of 1,230° to 
1,300° C. according to the grade of high- 
speed steel being treated. These two salt 
baths are 24 in. deep and of 13 in. dia. 
The rectangular quench salt bath for the 
next operation is 24 in. by 18 in. deep; 
this is large enough to allow for an accu- 
mulation of treated tools which arises at 
this stage. 
Heating is provided by two pairs of 


electrodes; the inner casing is of mild-stec!] 
plate. After they are quenched the tools 
are allowed to cool on a perforated still- 
age which has a tray underneath to catch 
any molten salt; they are then passed 
through a hot swill to remove deposited 
salt. Finally comes the operation of 
secondary hardening; this again is carried 
out in a furnace of the hot-air circulating 
type. 

The two furnaces shown on the right 
are a salt-bath furnace (similar to the 
quench bath described above) used fot 
carburising, and the electric-muffle fur- 
nace with controlled atmosphere. The 
latter has a Venner time switch for 
switching current on and off at pre-deter 


hen nstiiadapinegieg ee 


mined times. It will be seen from the 
illustration that the uptakes carrying the 
fumes from the salt baths are led to a 
common duct and thence through the 
roof. The output of these two furnaces 
is dealt with in quench tanks of 400 gal. 
capacity situated immediately opposite; 
a cooling system is incorporated in the 
oil circuits of the tanks. Opposite the 
hardening and quench baths is a central 
control panel, which is illustrated sepa- 
rately. The electric clock is provided 
with a large second hand which regulates 
the immersion times in the hardening 
bath, but this is not visible in the illus- 
tration. 

Pyrometers, except for the one in the 
hardening bath, are base-metal thermo- 
couples; the exception is an optical pyro- 
meter supplied by Elliott Bros. (London) 
Ltd. The indicators, with two excep- 
tions, are fitted with automatic-tempera- 
ture control. It was not thought neces- 
sary for the pre-heat salt bath to have 
this refinement, as it is not operating at 
a critical temperature; experience has 
shown that the bath can be regulated 
successfully by adjusting the tap changes 
on the transformer. The other exception 
is the hardening bath; here again adjust- 
ment to the working temperature is con- 
trolled mainly from the transformer. As 
the illustration shows, two recorders are 
fitted; these work in conjunction with the 
secondary hardening furnaces and car- 
burising-salt-bath indicators. Master 
switches, which can be seen on the panel 
under the indicators and recorders, enable 
the furnaces to be switched on and off 
without touching the main switch behind 
the furnaces and transformers. Red and 
green pilot lights at the top of the panel 
indicate when the furnaces are in or out 
of use. 

The sub-station which is protected by 
a grille is seen on the left of the first 
illustration. It consists of a 750 kVA 
transformer supplied through a 6-6 kV 
ring main and stepping down to a 4-wire 
440 volts distribution board. The h.t. 


Furnace control panel, showing instruments and pilot lights 
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switch gear consists of an oil switch con- 
trolling the transformer; and two ring- 
main isolators, both of which are nor- 
mally closed. The ring main is split up 
at intervals by oil circuit breakers with 
suitable protecting features. 

The furnaces were supplied by the 
Electric Resistance Furnace Co. Ltd., and 
the control panel with pyrometer equip- 
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ment by Electroflo Meters Co. Ltd. The 
salts for the various salt baths are pro- 
vided by Edgar Vaughan & Co. Ltd. The 
high-tension switch gear is of British 
Thomson-Houston Co. Ltd. manufacture, 
the transformer is by the Electric Con- 
struction Co. Ltd., and the low-tension 
switchgear is of English Electric Co. Ltd. 
manufacture. 


November 19, 


The erection of the plant and the 
lation of electrical equipment was 
out by the staff of the Chief Mech 
Engineer's & Electrical Engineer’ 
partment, and we are indebted t 
C. E. Fairburn, M.A., Acting 
Mechanical Engineer & El 
Engineer, L.M.S.R., for the for 
description. 








Right: A Southern Railway Home 
Guard 75 mm, anti-tank gun crew in 
training on an artillery range in Kent 


Southern Railway Home 
Guard 


Among the latest weapons with which 

Southern Railway Home Guard units 

have been equipped is the 40 mm. light 
anti-aircraft gun 


Left: Firing practice with one of these 
guns at an aircraft with target attached 
in Devonshire 


Left: A Southern Railway Home 
Guard unit in Surrey preparing a spigot 
mortar for action 
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RAILWAY NEWS SECTION 


PERSONAL 


The India Office announces that Mr. 
R. |. M. Inglis, Divisional General Manager, 
Scottish Area, L.N.E.R. (whose temporary 
release for Government services overseas 
was recorded in our October 22 issue), and 
Colonel J. A. Appleton, U.S.A. Army, and 
formerly General Manager, New York Zone, 
Pennsylvania Railroad, will visit India 
shortly to advise the Indian Railway 
Administration. (See page 513) 

r. H. D. Poole, Chief General Clerk, 
Chief Manager’s Office (Rates), 
Great Western Railway, who, as recorded 
in our November 5 issue, has been ap- 
pointed Assistant (Rates Department), 
Chief Goods Manager’s Office, entered 
the service of the former Brecon & 
Merthyr Railway in 1906 in the General 
Manager’s Office, Newport. On the amal- 


Goods 





Mr. H. D. Poole 


Appointed Assistant (Rates Department), 
Chief Goods Manager’s Office, G.W.R. 


gamation in 1922 he was transferred to 
the Cardiff Valleys District Goods Man- 
Office. In 1923 Mr. Poole was 
appointed to a position in the Assistant 
Goods Manager’s Office, Paddington, and, 
ifter graduating through various sec- 
tions, became head of the section respon- 
sible for Railway Rates Tribunal, private- 
siding rebates, and other matters, in 
1930. Five years later he was made 
Supervisor of the rate-making sections. 
While in that position, Mr. Poole repre- 
sented the company on several Railway 
Clearing House committees concerned 
with rates and kindred subjects. In 1940 
he was appointed Chief General Clerk, 
Rates Department. 


ager’s 


We regret to record the death, on 
November 10, at the age of 82, of Sir 
William. Noble, M.I.E.E., a Director of 
the General Electric Co. Ltd., and formerly 
Engineer-in-Chief, General Post Office. — 





sir John Forster, who is Chairman of 
the Railway Staff National Tribunal, is to 
be Chairman of the committee appointed 
by the Minister of Labour & National 
Service ‘‘ to inquire into the general ques- 
tion of special payments to port workers 





engaged in handling explosives,’’ and to 
make recommendations. The two other 
members of the committee are Mr. D. 
Milford, a retired official of the Transport 
& General Workers’ Union, and Mr. J. 
Rodgers, who formerly was associated with 
Imperial Chemical Industries Limited, and 
is now Chairman of the Munitions Board 
of the Ministry of Supply. 

Mr. A. T. Chapman, Stationmaster, 
Clapham Junction, Southern’ Railway, 
who, as recorded in our September 24 
issue, has been appointed Stationmaster 
at Victoria, started his railway career with 
the former L.S.W.R. at Halwill Junction in 
1908 as a booking clerk. From there he 
served at Okehampton, Plymouth, Basing- 
stoke, Weybridge, Cobham, and in the 
Divisional Superintendent’s Office at Water- 
loo as a relief clerk and Relief Stationmaster 
In the latter capacity he spent 20 years 





Mr. A. T. Chapman 


Appointed Stationmaster, Victoria, 
Southern Railway 


during which period he acted as Relief 
Stationmaster at every station between 
Waterloo and Southampton. He became 
Assistant Stationmaster at Waterloo in 
1932, Senior Assistant Stationmaster in 
1935, and Stationmaster at Clapham Junc- 
tion in 1939. The four years which Mr. 
Chapman spent at the last-named station 
were vital in the history of rail transport. 
During the great air raids of 1940 and 
1941 Clapham Junction frequently became 
the terminus for Waterloo and Victoria 
traffic. At one time, 500 buses were used 
to carry passengers between Clapham 
Junction and the various London termini. 


The Minister of Supply intimated in 
the House of Commons on November 10 
the impending return to his firm of Mr. 
A. J. Boyd, Managing Director of the 
Metropolitan-Cammell Carriage & Wagon 
Co. Ltd., who was lent to the Ministry 
to become Director-General of Tank Pro- 
duction last year. (See page 521). 


After thirty years’ service with the 
Canadian Pacific Railway, Mr. A. Younger 
retired from the position of Chief Clerk 
in the European Freight Manager’s De- 
partment on October 31. At a gathering 


in the European Head Office of the com- 
pany, on November 1, presentations were 
made to Mr. Younger, on behalf of his 
colleagues, by Mr. F. W. Mottley, Acting 
European Manager, C.P.R. 

Sir Malcolm Fraser has been elected 
Chairman of Callender’s Cable & Con- 
struction Co. Ltd., and of the Anchor 
Cable Co. Ltd. He was elected a 
Director of those companies in 1923; and 
he is Deputy-Chairman of Callender’s 
Trust Limited. 


Mr. Cecil Bullock, Clerk-in-Charge, 
Chief Goods Manager’s Office (Salvage), 
Great Western Railway, who, as recorded 


in our November 5 issue, has been ap- 
pointed Assistant Claims & Salvage 
Agent, Chief Goods Manager’s Office, 


entered the company’s service in 1910 at 
Smithfield Station, where he received his 





Mr. Cecil Bullock 


Appointed Assistant Claims & Salvage Agent, 
Chief Goods Manager’s Office, G.W.R. 


initial training, and returned there after 
serving in France and Flanders during 
the war of 1914-19. He was transferred 
in 1921 to the Chief Goods Manager’s 
Claims & Salvage Department, and was 
appointed subsequently the Claims & 
Salvage Agent’s representative. In that 
capacity he negotiated important claims 
settlements and developed the Wartime 
Commuted Claims Settlement agreements. 
In 1941, he was transferred to the Un- 
claimed & Salvage Department, 
and was given charge of that depart- 
ment from 1942. During this period he 
inaugurated arrangements with ministries 
and Government departments relative to 
claims and salvage matters. Mr. Bullock 
was a member of the Chief Goods Man- 
ager’s Committee of Inquiry into Goods 
Lost. 


Goods 


MacArthur has been elected a 


Mr. D. 

Director of Metropolitan-Vickers Elec- 
trical Co. Ltd. 

Mr. E. B. Hart, O.B.E., Assistant 
Secretary in charge of the Highways 


(Administration) Division of the Ministry 
of War Transport, has retired, and was 
the recipient on November 12 of a pre 



























































sentation, on behalf of his colleagues, by 
Sir Cyril Hurcomb, Director-General of 
the Ministry. 

The late Mr. Sidney Woodward, who 
was Secretary of Cammell Laird & Co. 
Ltd., left £21,610. 
GOVERNMENT CHANGES 

recently-announced Government 
ippointments include that of Lord 
Woolton as Minister of Reconstruction 
and a member of the War Cabinet, and 
of Mr. H. U. Willink, M.C., as Minister 
of Health. Mr. Willink is a Director of 
the Southern Railway Company 


The 


AFRICAN DEPARTMENT O! 
TRANSPORT 

J. H. de ‘Wet, formerly Secretary 
for the Interior, has been appointed 
Secretary of the newly-formed Depart 
ment of Transport, Union of South Africa 
(see our issue of August 20, pages 187 
and 195). He is also Chairman of the 
National Roads Board. The Department, 
under the control of the new Minister of 
Transport (Mr. F. C. Sturrock), will deal, 
among other matters, with those concern- 
ing roads, civil aviation, shipping, and 
development of tourist traffic. The status 
of the Administration, and of the General 
Manager, of the Railways & Harbours, 
and that of the Railway Board, are 
unaffected. 


SOUTH 


Mr. J. 


We regret to record the death on 
November 5, in his 84th year, of Mr 
William Hall Breach, O.B.E., formerly 
Traffic Manager, Aire & Calder Naviga 
tion 


Mr. C. A. Skog has been appointed 
Freight Traffic Manager, Chicago, Grand 
[runk Western Railroad (a subsidiary of 
Canadian National Railways), in succes- 
sion to Mr. E: F. Flinn, who has retired. 
service, Colonel Sir 
Charles Wright, Chairman & Managing 
Director of Baldwins Limited, will relin- 
quish the position of Managing Director 
of that company and of the Guest Keen 
Baldwins Iron & Steel Co. Ltd. at the end 
of this year, but will continue as Chair 


After 50 years’ 


Lt.-Colonel J. 
L.M.S.R., who 


N. Peck, M.C., 
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man of both companies. Lt.-Colonel 
J.B. Neilson, Vice-Chairman, — will 
become Managing Director of Baldwins 
Limited; he will resign his position as 
Deputy-Chairman of Vickers Limited, but 
will remain on the board of that 
company. 


We regret to record the death of Mr. 
C. Maxwell Tregurtha, who was Deputy 
Advertising & Publicity Officer, L.M.S.R., 
from 1935 until his retirement in April, 
1942 


Mr. R. P. Critchley, District Locomotive 
Superintendent, Edinburgh, L.N.E.R., 
who, as recorded in our November 12 issue, 
has been appointed District Locomotive 
Superintendent, Glasgow, was educated at 
Grosvenor College, Carlisle, and entered 
the service of the former North British 
Railway at that city in 1914. He was 
transferred to Cowlairs Works in May, 
1918, and completed his training under 
the late Mr. W. P. Reid, then Locomotive, 
Carriage & Wagon Superintendent, North 
British Railway. Mr. Critchley was 
ippointed Locomotive Shed Foreman at 
Ladybank in 1921, and subsequently held 
similar positions at Fort William (1924) 
and at Perth (1926). He acted as Loco- 
motive Shed Foreman, Aberdeen District, 
from March to October, 1932, when he 
became Technical Inspector, Locomotive 
Running Superintendent’s Office, Glasgow. 
He was appointed Locomotive Shed Fore 
man, Aberdeen, in 1933, and in this 
capacity had charge of all depots on the 
late Great North of Scotland system. He 
made ‘District Locomotive Super- 
intendent, Burntisland, in July, 1939, and 
took up the similar position at Edinburgh 
in October, 1942. <A _ portrait of Mr. 
Critchley was published in our issue of 
November 13, 1942. 


Was 


Mr. B. P. Blackburn, M.I.Loco.E., 
District Locomotive Superintendent, Burn- 
tisland, L.N.E.R., who, as recorded in our 
November 12 issue, has been appointed 
District Locomotive Superintendent, Edin- 
burgh, born in 1899, and became a 
premium apprentice with the former Great 
Northern Railway at Kings Cross Shed in 
1916. He continued his apprenticeship at 


was 


District Engineer, London, 


was made an Officer of the Order of the British 


Empire in the King’s Birthday Honours List, with his daughters 


after a recent investiture 


at Buckingham Palace 
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Doncaster Works between 1917 and 1/921, 
after which he returned, as a fitter, to 
Kings Cross, where he obtained running- 
shed experience during the course of some 
six years. In 1927 he became a mechi nical 
chargeman at Palace Gates, and in 1929 
went to Epping in a similar capacity but 
a year later he was transferred to Stra‘ ford 
as Running Foreman & Running Shed 
Foreman. From 1932-34 he was Running 
Shed Foreman at Walton (Liverpool) with 
charge of the L.M.S.R. Motive |! ower 
Section of the Cheshire Lines Commi‘tee. 
For a further two years he had cha: of 
the L.M.S.R. Motive Power Section, Stock- 
port, before being appointed, in 1936, as 
Locomotive Depot Superintendent, et- 
ford. Mr. Blackburn became Assi: ‘ant 
District Locomotive Superintendent, as- 
gow, in 1939, and in the same year was 
transferred to Edinburgh as Acting 
District Locomotive Superintendent He 
became District Locomotive Super- 
intendent, Burntisland, in October, 1942. 


A portrait of Mr. Blackburn was published 
in our issue of November 13, 


1942. 


L.M.S.R. 

The L.M.S.R. 
appointments : — 

Mr. M. Wallace, Acting Solicitor (Scot- 
land), Glasgow, to be Solicitor (Scotland), 
Glasgow. 

Mr. D. S. Inman, District Goods & 
Passenger Manager, Leicester, to be Dis- 
trict Goods Maneger, Leeds, vice Mr. J. E 
Papworth, retired. 

Mr. H. Tandy, District Goods Manager, 
Bolton, to be District Goods & Passenger 
Manager, Leicester. 

Mr. R. Paterson, Assistant District 
Goods Manager, Birmingham, to be Dis- 
trict Goods Manager, Bolton. 

Mr. T. R. Heaton, Dock Superin- 
tendent, Holyhead, to be District Goods 
Manager, Wolverhampton, vice Mr. L. C. 
Brittlebank, promoted. 

Mr. F. R._ Kitton, 
tendent, Glasgow, to be 
tendent, Chief 
Office, Watford 
Quiggin, retiring. 

Mr. F. Moxon, 
cras & Somers 


APPOINTMENTS 


announces the following 


Horse Superin- 
Horse Superin- 
Operating Manager's 
H.Q., vice Mr. H 


Goods Agent, St. Pan- 
Town, to be Assistant 
District Goods Manager, Birmingham, 
vice Mr. R. Paterson, promoted. 

Mr. J. D. White, Assistant to District 
Goods, Passenger & Docks Manager 
(Docks), Barrow, to be Dock Superin- 
tendent, Holyhead, vice Mr. T. R. 
Heaton, promoted. 

Mr. F. Marsden, Inspector, Chief 
Operating Manager’s Office, Watford 
H.Q., to be Assistant to District Goods, 
Passenger & Docks Manager (Docks), 
Barrow. 

Mr. F. Grundy, Head of Section (Mer- 
chandise Services), Chief Commercial 
Manager’s Office, Watford H.Q., to be 
Goods Agent, St. Pancras & Somers 
Town, vice Mr. F. Moxon, promoted. 

Mr. S. Vickerman, Head Office In- 
spector (Cartage Analysis), Chief Operat- 
ing Manager’s Office, Watford H.Q., to 
be Cartage Assistant, District Goods 
Manager’s Office, Broad Street, vice Mr. 
M. Hewitt, deceased. 

Mr. H. S._ Turrell, Stationmaster, 
Coventry, also in charge of Coundon 
Road, to be Stationmaster, Carlisle, vice 
Mr. T. Creighton, retired. 

Mr. A. Johnson, Stationmaster, Bark- 
ing, also in charge of Upney, to be 
Stationmaster, Coventry, also in charge of 
Coundon Road. 

Mr. J. W. Wolfendale, Stationmaster 
& Goods Agent, Knottingley, to be Sta- 
tionmaster, Chorley, vice Mr. G. W. 
Sykes, retired. 
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G.W.R. Goods-Train Guards 

War-freight trains on the G.W.R. today 
require 1,070 more goods guards than the 
company possessed in the first month of 
hostilities. These have been obtained by 
withdrawing men from other grades to train 
as trainmen, and covering their original jobs 
by women and other wartime temporary 
staff 


Isle of Man Travel Restrictions 

The Home Office announces that, in 
pursuance of the Passenger Traffic Order 
of October 15, 1943, passengers will not 
be allowed to embark for the Isle of Man 
by sea or by air without producing their 
identity cards, as from Monday last, 
November 15. Another Order, effective 
from the same date, and made by the 
Lieutenant-Governor of the Isle of Man 
states that passengers not in possession of 
Isle of Man identity cards will not be 
allowed to leave the island without filling 
in exit cards available in advance from 
police stations or employment exchanges. 


Indian Railways: British and 
American Expert Advice 

The India Office announces that Mr. 
R. J. M. Inglis, Divisional General Manager, 
Scottish Area, of the London & North 
Eastern Railway Company, and Colonel 
J. A. Appleton, formerly General Manager 
of the New York Zone of the Pennsylvania 
Railroad and now in the United States 
Army, will shortly pay a visit of a few 
months’ duration to India at the invitation 
of the Government of India in order to 
place their experience and advice at the 
disposal of the Indian Railway Administra- 
tion. The L.N.E.R. and the United States 
Army have agreed to release Mr. Inglis and 
Colonel Appleton for this purpose. (See 
page 511). 


Stations Opened or Re-Opened 

Marsh Lane and Strand Road Stations 
on the Liverpool-Southport line of the 
L.M.S.R.) were re-opened for passengers 
on July 12. Only parcels addressed “‘ till 
called for’’ are dealt with. 

Newchurch Halt, between Glazebrook 
ind Culcheth, in the Wig 'n district of the 
L.N.E.R., was opened on February 1 last. 

Charlesfield Halt, between St. Boswells 
ind Belses, in the Scottish Area of the 
L.N.E.R., was opened on August 10, 1942. 


L.M.S.R. Timetable ‘Alterations 

It is announced by the L.M.S.R. that 
from November 1 the 1.45 p.m. express 
from Liverpool (Exchange) to Carlisle is 
extended to Glasgow (Central), calling at 
Lockerbie, Beattock, Carstairs, and Mother- 
well, and arriving at 8.20 p.m. This train, 
which runs on Fridays and Saturdays only, 
has actually been running through during 
October, but this conditional extension is 
now advertised as permanent. From the 
same date the passenger service over the 
Balerno branch (Edinburgh) is withdrawn. 
By way of compensation, seven additional 
trains in each direction daily, and four on 
Saturdays, are run between Edinburgh 
Princes Street) and Kings Knowe, on the 
main Glasgow, line, calling intermediately 
at Merchiston and Slateford. 


Bus Queues in Northern Ireland 

The Northern Ireland Road Transport 
Board, by virtue of the power conferred 
upon it by Section 12 of the Road & Railway 
Transport Act (Northern Ireland), 1935, has 
made byelaws, which were confirmed on 
October 30 last by the Ministry of Home 
Affairs for Northern Ireland and came into 
force on November 1 last. These byelaws 
have reference to queueing in bus stations 
and other premises, or the approaches 
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thereto occupied by the Board. They 
ordain that, where the Board provides 
barrier rails or ground markings for the 
formation of queues, the queue shall begin 
against the end of the barrier rails or ground 
markings nearest to and facing the stopping 
place of the bus. Where no barrier rail or 
marking is provided, any six or more persons 
waiting for a bus shall form a queue of not 
more than two abreast. Subject to any 
directions by a competent authority for 
giving priority, no person shall attempt 
to break a queue. A breach of any byelaw 
renders the offender liable to a penalty not 
exceeding £5 for each offence, recoverable 
in a summary manner before the Resident 
Magistrate. 

L.N.E.R. Scottish A.R.P. Exercise 

An important exercise staged recently 
by the L.N.E.R. in Scotland had for its 
purpose the training of officers and staff 
concerned with A.R.P. arrangements in 
effecting repairs to equipment and railway 
lines damaged by air attack and con- 
taminated with liquid mustard gas. A spot 
on a little used line was chosen. The line 
was broken by a crater about 20 ft. in dia., 
made by the Royal Engineers, into which 
an approaching locomotive dropped. The 
explosion also damaged signal wires and 
rodding and telegraph wires adjoining the 
lines. The whole area was contaminated by 
liquid mustard gas. The Gas Safety Officers 
positioned various warning notices and 
placed trays of bleach at points in the paths 
along which the workers would have to pass. 
The A.R.P. staff at once neutralised the gas 
as much as possible, to enable the Loco- 
motive Department’s breakdown crane to 
move forward to begin re-railing the engine. 
Working in relays of 30 min. in order to 
avoid overtaxing their strength under the 
trying conditions occasioned by wearing 
respirators, hoods, and protective clothing, 
the squads of locomotive men were soon 
sufficiently far advanced with the re-railing 
to enable the repair of the permanent way, 
signalling, and telegraph wires to be under- 
taken. The permanent way men removed 
the damaged rails, chairs, and sleepers, 
filled in the crater, and levelled the forma- 
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tion, while the signal and telegraph squads 
decontaminated and replaced the damaged 
signal and telegraph wires and rodding. 
With the aid of the crane, which was now 
at the Engineer’s disposal, a new length of 
line comp!ete with rails, chairs, and sleepers 
was lifted from a wagon, placed, and bolted 
in position. The stages of the exercise were 
completed satisfactorily by the respectiv 
squads within the scheduled time. 


The Bus Curfew 

This winter, with the lengthening of the 
blackout period, there are unlikely to be 
any substantial changes in the last times 
of buses available to non-priority pas- 
sengers, as the system imposed by the 
Regional Commissioners was brought into 
force very widely at various dates last 
winter, and has remained without modi- 
fication during the summer months. As 
we recorded in our June 11 issue (page 594), 
various requests were made, principally 
by municipal bus operators, for the curfew 
to be lifted or the hour of its imposition 
extended, but these were not granted, as 
the object of the curfew is to deter non- 
essential travel in the interests of fuel 
and rubber conservation. Southend, in 
particular, was importunate in attempting 
to secure the extension of the curfew hour 
from 9 p.m. to 10 p.m., making a further 
application on May 24, after a previous 
appeal had been rejected. This was finally 
refused on June 16, and clearly established 
the policy of the authorities to adhere to 
their carefully-considered curfew orders 
without seasonal modifications, 

Various details were given in our columns 
exactly a year ago (November 20, 1942, 
issue, page 497), and subsequent changes 
are summarised in the following notes :— 

Scotland.—In addition to the Edinburgh 
and Glasgow restrictions from November I, 
1942, extensive Sunday morning curtail- 
ments throughout Scotland (and an evening 
curfew) became effective on November 22, 
1942. 

Northern Region.—The withdrawal of 
general Sunday bus services before 1 p.m. 
came into force on Sunday, December 6, 
1942. The 9 p.m. daily curfew in the 
area (excepting Tyneside, Wearside, and 
Tees-side, where it is 10 p.m.) has been in 





Lower deck of ‘*G” (Guy) type London Transport bus with wooden-slatted seats. The 
introduction of this wartime ‘‘ austerity” feature was recorded in our July 23 issue, page 93 
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operation since November 1, 1942. Arrange- 
ments have been made for the transport 
of workers and other essential travellers. 

North-Western Region.—Although the 
Regional Traffic Commissioner at first 
adopted a policy of pruning services 
instead of imposing curfew regulations, 
he subsequently modified this in an 
announcement of December 3, 1942. In 
many large towns 9.30 p.m. was fixed ; 
this came into force, for example, in Salford 
on January 4, and in Chester and Birken- 
head on February 1. 

Midland Region.—The 9 p.m. bus curfew 
for Warwickshire, Worcestershire, Stafford- 
shire, Shropshire, and Herefordshire (de- 
ferred from its originally-announced date), 
came into operation on January 17 last ; 
it excluded Birmingham In that city a 
9.15 p.m. curfew was ordered for January 24 ; 
postponed until February 7; and then 
further deferred. Eventually Birmingham's 
own alternative came into operation of 
February 21. Instead of a curfew, an 
‘honour ’”’ system provided that members 
of the general public were asked to leave 
the buses to war workers after 10 p.m 
(Mon. to Fri.) and 10.30 p.m. (Sat. and 
Sun.). 

South Wales.—A 9 p.m. bus curfew for 
the whole of South Wales, excepting 
Cardiff, Swansea, and Newport, began on 
November 30, 1942. Neath protested 
about the ‘“ discrimination against the 
smaller towns.’ 

South-Eastern Region.—Curfew arrange- 
ments came into force gradually during 
December and January last. The 9 p.m 
bus curfew in Brighton and Hove, an- 
nounced for December 3, was postponed, 
but a 9.30 p.m. curfew came into operation 
on December 17. An application of the 
Brighton & Hove Entertainment Manage- 
ment Association, a month later, for con- 
cessions regarding evening transport, was 


refused by the Traffic Commissioner on 
February 19 
Southern Region.—This area, including 


such large coastal towns as Southampton, 
Bournemouth, and Weymouth, introduced 
a 9 p.m. curfew at the end of December 
and early in January 

South-Western Region.—Arrangements in 
this area, largely rural, came into force 
without drastic disturbances, excepting in 
a few large towns. Despite local opposi- 
tion, a 9.30 p.m. curfew was introduced at 
Plymouth on January 10 last. 


French Rolling Stock Position 

According to a Vichy statement, the 
rolling stock of the French National Rail- 
ways was reduced by a further 20 per cent. 
during 1942 through requisitionings for 
service abroad; the locomotive stock was 
depleted by an additional 12 per cent. By 
the beginning of 1943, some 50 per cent. of 
the pre-war total of open wagons had been 
taken, and the depletion of closed wagons 
totalled 57 per cent. The shortage of 
rolling stock is said to make itself felt even 
more intensively as much of the available 
loading space is absorbed by military con- 
signments for the benefit of the German 
occupying authorities. 

The Battle for Communications in 

Jugoslavia 

The struggle for the control of vital 
communications throughout Jugoslavia, 
which we described in some detail in our 
October 22 issue (page 419) has recently 
taken on a new form, now that the North- 
West African Air Force (using captured 
air fields in southern Italy) has added its 
help. The first Allied air raid on Jugo- 
slavia was effected on October 18, when an 
attack was made on the railway centre of 
Skoplje (Uskub), in that portion of southern 
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Serbia which is occupied by Bulgaria. The 
marshalling yards at Nish were attacked on 
October 20. These attacks seem to be 
co-ordinated closely with the Patriot 
activities, which are now being directed 
particularly to the interruption of the 
River Danube traffic, and to the continued 
severance of the railways around Ljubljana 
and other points on the routes linking 
Northern Italy with Austria and Hungary. 


C.P.R. Tanks 
Among the many war activities of the 
Canadian Pacific Railway is the production 
of tanks. More than 1,400 were built 
between June, 1940, and May, 1943, accord- 
ing to a recent official announcement. 


Canadian Locomotives for India 
Canadian plants have begun the manu 
facture of 145 military locomotives for the 
Government of India, according to a recent 
official statement of the Hon. C. D. Howe, 
Canadian Minister of Munitions & Supply. 


Fewer Australian Interstate Trains 

A reduction was made recently in the 
number of interstate trains in Australia ; 
it is reported that sleeping cars have been 
abolished, and a ban has been placed on 
booking seats These further restrictions 
are said to have been applied in the interests 
of fuel economy, and to have caused intensi- 
fication of the scramble for seats at the main 
Australian railway stations for interstate 
trains. Limitations on interstate travel in 
Australia have been in force for some long 
time, and every effort is being made by the 
authorities to deter all but travellers whose 
journeys are absolutely necessary. 


German Textile Transport 

The elimination of cross-transport and 
the establishment of maximum distances 
for certain categories of goods to be con- 
veyed by railway, introduced on the Ger- 
man Reichsbahn about a year ago, are 
stated to have resulted in particularly satis- 
factory transport economies in the textile 
industry. This assertion is contained in a 
recent German announcement which said 
that, of the general transport requirements 
of the German textile industry, rail trans- 
port accounted for 73 per cent. With a 
view to saving transport, textile manu- 
facturers are now allowed to supply their 
goods only to certain areas, and in many 
cases even to certain buyers only. Within 
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the first six months that the new regula. 
tions were in force, this resulted in a 
reduction of 12 per cent. in the average 
transport distance for textile goods. 

Savings are different in the various textile 
groups. In the yarn-spinning branch ijt 
amounted to as much as 52 per cent... 
in the worsted-spinning branch to 12} per 
cent.; and in other branches it averaged 
15 per cent. These and other percentage 
ratios of saving, expressed in loading space, 
are stated to represent a total saving of 
19,200 wagon loads per annum. 


Validity of German Rail Tickets 

A recent Order of the German Reichsbahn 
extended the validity of single tickets from 
the usual four days to a fortnight. This 
is stated to be a temporary measure. It 
does not affect other types of tickets with 
a normal validity of more than four days, 
such as workmen’s seasons, and season 
tickets for office personnel. 

Mobile German Stations 

Railway station accommodation arranged 
in rail vehicles has been provided by the 
Reichsbahn to assist in the emergency 
resulting from R.A.F. raids. Many such 
units are already in use, according to a 
recent statement of State-Secretary Ganzen- 
miller. These mobile stations, which can 
be sent by rail to any damaged area, have 
booking offices, buffets, goods depots, wait- 
ing rooms, and dormitories. Electric light 
and telephones are installed. 


The New Syrian Railway 

The accompanying illustration shows one 
of the 92 L.N.E.R. class “ 04” 2-8-0 loco- 
motives sent overseas in 1941, working on 
the difficult coastal section between Acre 
and Beirut of the standard-gauge link 
between Haifa and Tripoli, which was com- 
pleted nearly a year ago. This section 
entailed the construction of massive sea 
walls, driving tunnels through rock, and 
spanning the numerous rivers by 15 bridges. 
The job was done by three South African 
construction companies, 2,000 Basuto 
pioneers, and a South African survey 
company. 

The Haifa-Acre section was undertaken 
by the Palestine Railways Administration, 
but the whole of the remainder of this 
important standard-gauge link was built by 
Australian, New Zealand, and South African 
military engineers, and the formal opening 





An L.N.E.R. Class ‘*04’’ 2-8-0 locomotive emerging from one of the numerous tunnels on 
the difficult coastal section between Acre and Beirut of the new standard-gauge Haifa-Tripoli 
railway, built last year by the Allied military authorities 
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Sketch map of the main lines of railway communication linking 


ceremony was performed by General Sir 
Harold Alexander on December 20, 1942. 

This railway formed the subject of an 
illustrated article in our issue of January | 
last (pages 10 and 11). 


Sale of Cycles in Finland 

According to a _ recent report from 
Helsinki, the Finnish Ministry of Supply 
has authorised the sale of 25,000 bicylces 
for the current year. Allowing for the 
balance from the preceding year, sales will 
probably be in the neighbourhood of 
30,000 cycles. In addition, permits for the 
sale of 150,000 cycle tyres made from 
synthetic rubber were issued. 


German Destruction in Naples 

Colonel Edward Hume of the General 
Staff Corps of the United States Army, and 
Chief of Military Government in Naples, in 
a report to Mr. Henry Morgenthau, Jr. 
Secretary of the U.S.A. Treasury, has 
described the wanton destruction com- 
mitted by the Germans in Naples during 
the three weeks before Allied capture of 
the city. Colonel Hume’s report records 
the almost total failure of the water supply 
as a result of the German blowing-up of the 
main aqueduct in seven places, and the 
draining of all but one of the reservoirs ; 
the destruction of the pumping facilities 
upon which the sewage disposal system 
depends ; the wrecking of the electric light 
and power systems, and telephone and tele- 
graph lines; the demolition of flour mills, 
hotels ; and the bombing of public build- 
ings. When the Allies entered, the tram- 
way system was wholly out of commission, 
both because the electric current had been 
cut off and because the Germans carried 
away or destroyed the greater part of the 
rolling stock. Buses also were taken away ; 
large numbers of them were found to the 
north of the city where the enamy, unable 
to carry them further, had burned them. 
There are various road tunnels in Naples, 
built to give ready access form one quarter 
of the city to another at a saving of much 
hill climbing ; these were blown up. The 


University of Naples is among the oldest 
and most famous. 


The library of the Royal 


Society of Naples, one of the great learned 
societies of the world, was housed therein. 
It was burned by the Germans on Septem- 
ber 12, a little more than a fortnight before 
the Allies took the city. Details of the 
damage to the main-line railways around 
Naples are not given in Colonel Hume’s 
report, but the Cairo radio has stated that 


these lines have been repaired in record 
time. The British and American com- 
mands have congratulated the Italian 


workers on their voluntary assistance in 
repairing harbours and docks, and salvaging 
ships. The large quantities of railway 
material found in Sicily which are now 
stated to have amounted to 1,300 locomo- 
tives and 3,500 goods wagons, are a valuable 
contribution to the renewal of railway 
traffic. 


German Routes to Italy 

Recent Allied air activities have em- 
phasised the importance of the railway 
supply routes to Northern Italy available 
to the Germans, and have also shown 
once again how difficult it is to disrupt 
railway communications for any lengthy 
period. In the middle of September, 
French Patriots successfully attacked 
both the Mont Cenis route and also the 
coastal route through Cannes, supple- 
mented, in the case of the former, by an 
R.A.F. raid on Modane on September 16. 
These attacks seem to have been co- 
ordinated, and, although nothing official 
has been said on the subject, it is pos- 
sible that the French Patriots have been 
guided and reinforced by Allied airborne 


troops. Eight weeks ago, reports came 
through neutral sources that the Mont 


Cenis Tunnel route was likely to be closed 
for some 7 to 8 months as a result of the 
damage (see our October 29 issue, page 
442), and yet within 7 to 8 weeks it has 


become necessary for a series of air 
attacks to be made. Modane was raided 
by R.A.F. home-based bombers on the 
night of November 10, to forestal the 


enemy intention of resuming full-scale 
working on this main supply line to 
Northern Italy within the next few days. 
Heavy bombers, based in the Mediter- 
ranean, then attacked the coastal route 





Italy with northern Europe 


east of Genoa, and there have been sub- 
sequent raids near Cannes. In addition, 
on November 10, another air attack from 
the Mediterranean area was delivered on 
Bolzano, the southern exit of the Brenner 
Pass. 
German Wartime Urban Traffic 

At a recent lecture in Berlin on the 
problems of urban traffic in German towns 
during wartime, it was pointed out that 
trams and underground and elevated rail- 
ways accounted for the bulk of the urban 
passenger traffic, which was steadily in- 
creasing. While tram passengers in Ger- 
many totalled 7,700,000,000 in 1942, the 
number for 1943 was expected to exceed 
8,000,000,000, or nearly double the maxi- 
mum attained during the 1914-1919 war, 
but the lecturer made no comparison 
between the sizes of the territory referred 
to as “‘ present-day Germany ” and that of 
Germany in the previous world war. 
Tram passengers in Germany now average 
between 3,100,000 and 3,200,000 every 
week-day, a transport achievement which 
the lecturer said was to be valued the more 
as it was being attained with a fleet of pre- 
war tramcars served by a depleted person- 
nel, although additions had been made to 
the latter in the form of female workers 
called Arbeitsmaiden (working girls), a 
newly-coined German word. Tramcars, 
the speaker emphasised, were being used 
to their maximum capacity, and services 
had been accelerated through the abolition 
of many stops and relocation of others, and 
through reductions in stopping times. To 
enable the tram services to cope with the 
heavy increase of traffic during peak hours, 
many large industrial concerns had stag- 
gered their working hours. Thus, at a 
Berlin works the beginning of the. working 
hours is staggered between 5.50 and 8.20 
in the morning. In 1939 trams handled 
74 per cent. of the total number of German 
urban passengers; underground and ele- 
vated railways, 7 per cent.; buses, 8 per 
cent. ; and metropolitan local railway lines, 
11 per cent. Since then, bus services had 
been curtailed because of shortages of tyres 
and motor fuel, and the trams percentage 
had increased substantially. 
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Mont Cenis Railway 


In 1848, long before the estab- 
lishment of the Kingdom of Italy 
plans were prepared for a railway 
tunnel under the Mont Cenis Pass, 
between Piedmont and Savoy. The 
scheme was delayed by war, but 
Victor Emmanuel, then King of 
Sardinia, inaugurated the work on 
August 31, 1857, when it was 
expected that 25 years would be 
required to complete the tunnel. 

Meanwhile, the need for improved 
communications caused J. B. Fell 
to build his celebrated railway over 
the Mont Cenis Pass in 1867, on a 


centre-rail system similar to that 
originally patented by Vignoles and 
Ericsson For the most part it 
was laid on Napoleon’s military 
road, and therefore took an ex- 
tremely zig-zag route In the 


course of 48 miles between St 
Michel and Susa it touched a summit 
level of about 7,000 ft The gauge 
was 3 ft. 7 in., and the maximum 
gradient 1in 10. Experiments were 
conducted in this country on one 
of the inclines of the Cromford & 
High Peak Railway. On the loco 
motives, the same pair of cylinders 
drove both the ordinary wheels and 
also those gripping the centre rail 
Friction on this centre rail assisted 
adhesion, but there was no rack 
and pinion. 

Trial trips over the Mont Cenis 
Railway were made in 1867, and 
regular traffic began on June 15, 
1868. For three years the line 
carried the Indian mail, but it was 
dismantled after the completion of 
the tunnel, and the equipment sold. 

The tunnel itself was completed 
more rapidly than had at first been 
estimated, mainly by reason of the 


adoption of Sommeiller’s drills 
this machine drilling was _ intro- 
duced in 1861 The bore was 


finished on December 25, 1870, and 
the tunnel opened on September 17, 
1871; regular trains began running 
on October 16. he original length 
was approximately 12,820 metres 
(7 miles 1,700 yd.), but the tunnel 
was lengthened on the French side 
in 1881 because of land movements, 
and at the Italian end a slight 


change of course accounts for a 


further difference The present 
length is about 13,668 metres 
(8 miles 868 yd.). Electric traction 
was introduced in May, 1915, in 
circumstances which formed the 


subject of an editorial note last 
week (page 474), and the tunnel 


itself, and its traffic, are dealt 
with in a leader this week (page 
501) 
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The Fell railway over the Mont Cenis Pass, from a woodcut in * The Illustrated 


London News” of February 1, 1868 


South entrance to Mont Cenis tunnel at Bardonecchia. from a 


* The Illustrated London News 





woodcut in 


” of February 6, 1869 








Cross 


ACCOMMODATION 
collision at an 


ACCIDENT AT 
ING As the result of a 


accommodation crossing at Lisahelly, near 


Londonderry, between a taxicab and a 
Belfast-Londonderry train of the L.M.S.R 
on March 9, 1942, Richard Crossan, who 
was driving the cab, which belonged to his 
brother, John Crossan, was fatally injured, 
and the cab was wrecked. In an action 
brought by John Crossan against the rail- 
Mr. Justice Brown, on 


way company, 
October 28, 1943, in the Ulster High 
Court, found for the plaintiff, awarding 


him {£180 for the loss of his cab, and £100 


in respect of the death of his brother, whose 
administrator he is. Negligence was denied 
by the railway company, for whom it was 
pointed out that there was no duty on it 
to employ any person at an accommodation 
crossing. To assist the war effort the com- 
pany had voluntarily permitted an _in- 


crease of traffic over the crossing, which 
was not a highway 
UNITED STEEL COMPANIES LIMITED.— 


Sir Walter Benton Jones, Bt., Chairman & 
Managing Director, in the course of his 
address at the annual general meeting on 
October 27, said that in spite of increasing 


difficulties production in the works and 
mines had been well maintained. The 
acquisition of the St. Helens Colliery Com- 
pany in Cumberland would make possible 
the working of the whole of the large field 
of coal lying under the sea from White- 
haven to Maryport, a distance of 113 miles 
as a single development. A new hematite 
iron ore mine, of which the sinking had 
been completed, was now producing 4 
regular output of ore. In addition, 4 
number of schemes to facilitate essential 
production had been carried out at the 


varous works 
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The transport facilities of East Africa, showing the Kenya & Uganda Railways, the Tanganyika Railways, and 
associated road and river services. The approximate course is also indicated of the partly-built strategic line from 
Thika towards Abyssinia, to which reference was made in our issue of September 3, page 239 
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Institute of Transport Luncheon 


Mr. P. J. Noel-Baker 


Mr. P. J]. Noel-Baker, Parliamentary 
Secretary to the Ministry of War Trans- 
port, was the principal guest at a lun- 
cheon held by the Institute of Transport 
on Friday last at the Connaught Rooms, 
Great Quer n Street, London, W.C.2. Sir 
William V. Wood, President of the Insti 
tute, was in the chair. 

Sir William Wood, welcoming the 
guests, said that they were all pleased 
to see the Parliamentary Secretary to the 
Ministry of War Transport at the lun- 
cheon and also a number of the principal 
officials of the Ministry. He also wel 
comed Mr. Robertson Gibb who, he said 
had served for sixty years with the 
Union-Castle Mail Steam Ship Co. Ltd. 
He felt that there must be something 
ibout the sea which made for long lives, 
for he did not know of any railway or 
road transport man who could claim a 
career of sixty years. He had hoped that 
Lord Essendon would be with them also 
for he was another who had spent sixty 
years in shipping. 


Mr. P. J. Noel-Baker said that not 
only politicians, but the general public, 
had come to understand the great 
importance of transport. They had seen 


its supreme importance In the conduct of 
the war, and they knew that for us trans 
port had been always the main bottleneck 
in the offensive effort we could make. We 
had always been short of something—ships 
locomotives, petrol rubber, transport 
man-power tor operating, Maintenance, re 
pair, or construction. In consequence the 
Ministry had had the thankless task of 
trying to make the transport system carry 
a heavier burden than ever in its history 
and to do so with fewer trains, fewer boats 
and fewer men than they had had befor« 
the war. The railways were carrying 50 
per cent. more freight traffic and 50 pe! 
cent. more passenger traffic than before the 
war. On the other hand, the trains that 
carried the extra travellers had been cut 
by 30 per cent. In addition the railways 
had run 200,000 special trains for troops 
since the war began. They were now 
running 1,000 workers’ specials to the 
factories every day. The curve was still 
obstinately, disturbingly, rising. In the 
first six months of this year there had 
been on the four main-line railways 
56,000,000 more passenger journeys than 
in the same period a year ago—an increas 
of 10 per cent. Military movements had 
doubled in the last eighteen months, and 
were rising still. The next winter would 
certainly be the heaviest ever and might 
vell strain our resources to the utmost 

Government control had meant a great 
upheaval, and what were to be the per 
manent results of it? First and foremost 
he hoped that the general public would 
not forget their new understanding of the 
vast importance of transport in the life 
of modern men. fransport absorbed thx 
labour of nearly 8 per cent. of our em- 
ployed population. In London, the average 
travel expenditure of a working class 
family before the war was £15 a year- 
8 per cent. of its money income. 

Second, as part of the arrangements 
needed to eliminate the undesirable results 
of competition, it would be necessary to 
do something about rates. Every com 
petent person should now be facing the 
basic questions: What kind of rates system 
was required: What should be the basic 
principle for calculating charges? Could 
a. proper division of function between the 


on Transport Growth 


different means of transport be secured 
by rates adjustment? 

rhird, the aim should be to make self- 
supporting every form of transport. This 
should be done as far as possible without 
giving a subsidy, but if one had to be given 
then it should not be hidden. 

Fourth, all our means of transport must 
be modernised, made fully etticient, and 
thereafter kept up to date. If it required 
amalgamations they should be made; if it 
required capital, it should be found at the 
lowest rate of interest. 

Fifth, we should recognise that in all 
parts of our transport system there was 
room for modernisation and development. 
If this meant that questions must be put 
to the Chancellor of the Exchequer about 
his rules on allowances for capital replace- 
ment, then let these questions be clearly 
formulated and put. 

Sixth, in this new capital development 
we should use the instrument of scientific 
research. 

Seventh, in applying the results of 
scientific research each means of trans- 
port should be given its proper share of 
traffic, and each of them should be co 
ordinated with all the rest. 

Eighth, one fundamental object of future 
policy would have to be the improvement 
of working conditions for transport 
personnel 

Ninth, it was necessary to recognise that 
in the twentieth century transport had 
become an international system. When 
the war was over we should be linked to 
the transport system of Europe and the 
world in many ways 

He hoped he was right when thinking 
that all forward-looking transport men 
were now agreed on these principles of 
action, but there might be some who asked 
whether the expenditure which they in 
volved could be afforded. He believed 
that there were immense perspectives 
before every kind of transport at the 
present time. There were still people of 
this country who had never seen the sea. 
Only a small minority of our population 
of 45 millions had ever been abroad, and 
only a trickle of foreigners had come here. 
What might happen to goods traffic. if the 
Governments were serious in their accept- 
ance of ‘‘ expansionist economics ’’—if 
they really meant to carry out their pledge 
to increase the volume of international 
trade, and to raise the standard of living 
in this country and throughout the world. 

There was one remaining lesson which 
could be learnt trom the experience of the 
war; that was to keep something of the 
magnificent spirit of national service which 
everyone in transport had shown through- 
out the war. If that spirit could be 
captured for the purpose of peace, he was 
confident that all would go well with our 
transport system in times to come. 

Sir William Wood, replying, said that 
he would like to correct one thing said by 
Mr. Noel-Baker. The Parliamentary 
Secretary had described him as an Anglo- 
Irishman. He had happened to be in 
Donegal recently and someone there had 
said to him: ‘‘ Thank God, you have 
not become Anglicised !’’ Mr. Noel- 
Baker had also referred to some station 
or other where there was some rivalry be- 
tween the L.M.S.R. and L.N.E.R. staffs. 
It was quite 10 to 15 years after the 
L.M.S.R. was formed before individuals 
began to forget what railways they had 
come from originally. There were some 
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people who had been on the same lines 
for generations. That was one of the 
human problems to which they had to 
give thought. 

On the subject of over-capitalisation 
Sir William said he thought that one of 
the troubles in this country was that 
transport was under-capitalised and much 
money would have to be spent in bring 
ing it into a condition to deal adequately 
with modern problems. 

The transport industry in this country 
had a very strenuous time before it in 
the next nine months, and he would like 
everyone to persuade as many people as 
possible to bring about a quicker turn 
round of lorries and wagons. 

Among those present were : 

Messrs. W. J. Adkin, Loftus Allen, L. | 
Andrews, A. W. Arthurton. 

C. Barrington, E. W. Bayliss, J. E. Beckett 
R. Bezzant, R. P. Biddle (Member of Council 


J. M. Birch, R. W. Birch (Member of Council 


C. W. Bowers, W. P. Bradbury, O.B.E., A 
Bradford, Alderman W. Bradley (President 
Municipal Passenger Transport Association), 
Messrs. T. L. Bridger, F. G. Bristow, C.B.E., 
F. M. Brock, Lt.-Colonel P. M. Brooke-Hitching 
Mr. CC. T. Brunner, Captain L. G 
Burleigh, Mr. J. B. Burnell, Lt.-Colonel F, 
Bustard, O.B.E. 

Messrs. F. L. 
S. A. Carter, F. I 


Cadwallader, A. F. R. Carling 
. Castle, A. L. Castleman, F. | 
Chilcot, K. N. Clayton, H. N. Cleminson (a 
Vice-President), J. W. Coats, B. W. C. Cooke 
O. H. Corble, J. R. Cowper (Member of Council), 
F. W. Crews (Secretary), E. D. Croft, H. H 
Crow. 

R. Davidson (Member of Council), W. Donald 
C.B.E., S. Dudman, C. E. W. Duley, J. A 
Dunnage. 

John Elliot, H. 
Everard. 

C. T. M. Fairclough, N. D 
H. J. Ferguson, E. H. Frver. 

S. E. Garcke, C.B.E. (Past President), B. kK 
Gardiner, Captain C. T. Gardner, Messrs, W. H 
Gaunt, C.B.E., Robertson F. Gibb, Major | 
Gilbert, Messrs. W. Gildon, H. C. Godsmark, 
W. S. Graff-Baker, J. C. Griffiths, M.C., Lt 
Colonel I. R. Grove, Messrs. L. W. Gupwell, (a 
Vice-President). 

M. W. Harris, C. P. Hartrey, G. Hatche: 
P. J. Hays, C. F. Haywood, P. S. Henman 
R. C. Hider, M.B.E., Sir Reginald Hill, K.B.! 
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Resistance Welding 


Very large indeed is the part played by 
welding in modern industry, more particu- 
larly by spot, butt, and flash-butt welding, 
the heat for which arises out of the high 
electrical resistance at the point of contact 
between parts pressed together. A film 
illustrating the modern technique of all 
three kinds of resistance welding has been 
produced by the British Thomson-Houston 
Co., Ltd., in collaboration with the Ad- 
visory Service on Welding; the title is 

Resistance Welding.’’ The new film 
will be shown to representatives of Govern- 
ment departments and industry at the 
Curzon Street Cinema, London, -W.1, on 
Thursday, November 25, at 2.30 p.m.; 
ipplications for tickets of admission should 
be sent to the Advisory Service on Weld- 
ing, Ministry of Supply, Berkeley Court 
Glentworth Street, London, N.W.1, where 
ilso application may be made if it is re 
quired to borrow 16 mm. copies of the film 
for showing to engineering clubs, societies 
or other organisations. 

Che first part of the film deals with spot 
velding, a machine for which is shown dia 
grammatically in cross-section, with the 
parts in motion to indicate the operation 
sequence, The mechanical pressure be 
tween the electrodes, the diameter and 
ingle of the electrodes themselves, the 
urrent intensity, and the time of its appli- 
ition all materially affect the quality of 
he weld in a way that the film clearly 
hows. Arising out of the ingenious and 
very precise methods for timing the 
current flow is the possibility of welding 
seams by a succession of closely-spaced 
spot welds. The electrodes for a seam 
welder are in the form of revolving discs 
between which the seam is rolled under 
pressure, while an intermittent-welding 
current flows. Another variant of spot 
velding is projection welding in which pro- 
jections or bosses are pressed on the face 
tf one of the two surfaces which have to 
be welded together; these ‘projections make 
the nécessary local contacts of high resist- 
ince when the two parts are pressed to 
gether. <A practical point brought out in 
the film is the importance of allowing for 
the presence inside the electrode-carrying 
imms of any great body of iron or steel 
which might turn the arrangement into a 
hoke and lead to serious welding-current 
limitation. 

rhe joining of small rods by butt weld 
ing is a simple process which has a very 
limited application; generally cross sections 
ire so large that contact occurs only at 
Flash-butt welding overcomes the 
difficulty of local contact, for it flashes or 
burns these contacts away, thus enabling 
new contacts to take place and be burned 
away in the same manner, until the total 
irea in contact is sufficient to ensure the 
production of a satisfactory butt weld. 
he film shows a portable flash-butt weld- 
ing plant in use on the London Under- 
ground railway for joining together 60 ft. 
lengths of rail and making therefrom 
180 ft. lengths. As an illustration of the 


spots. 
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versatility of the method the film shows 
the side panels of a motorcar body, each of 
which offers a welding surface many feet 
across, being united to form a single 
structure. 








Questions in Parliament 


Railway Traffic Diversion 

CaptainJ. A. L. Duncan (North Kensington 

—C.) on November 10 asked the Parlia- 

mentary Secretary, Ministry of War Trans- 
port, why adequate arrangements were not 
made by his department to inform pas- 
sengers for a town of which he had been 
informed and other stations on the same 
railway, from a certain station on the 
morning of Saturday, November 6, that 
there had been a bomb on the line and that 
traffic diversion was necessary and why 
one trainload of passengers was left in the 
train standing at the terminal station for 
nearly an hour after its due time of de- 
parture and then informed that the train 
would not run; and what steps he was 
taking to prevent a recurrence of such 
inconvenience to travellers, especially ser- 
vice men. 

Mr. P. J. Noel-Baker (Joint Parliamentary 
Secretary, Ministry of War Transport) 
wrote in reply : I am making inquiries, and 
will communicate with Captain Duncan as 
soon as possible. 


Manchester and North Staffordshire 
Transport 

Mr. Ellis Smith (Stoke—C.) on Novem- 
ber 10 asked the Parliamentary Secretary, 
Ministry of War Transport, if considera- 
tion had or would be given to the need for 
a public transport authority, based upon 
the public ownership of transport, to cover 
the needs of the people within an approxi- 
mate 50 miles radius of Manchester and 
to the urgent need, after the termination of 
hostilities, for the electrification of the 
railways within the area with new lines 
where required. 

Mr. Noel-Baker: The Minister of War 
Transport is ready to consider always any 
sound scheme for promoting co-ordination 
and increased efficiency in transport ser- 
vices, which local authorities and transport 
undertakings may lay before him. The 
scope for further electrification of the rail- 
ways is a matter which the Minister of War 
Transport will consider in relation to plans 
for post-war development. It is, I under- 
stand, under examination already by the 
railway companies. 

Mr. Ellis Smith: Has not the time 
arrived for the Minister to take the initiative 
in this kind of work ? If not, is it intended 
that when schemes are prepared for the 
post-war situation the initiative shall be 
taken by the Minister ? 

Mr. Noel-Baker: These matters are 
under consideration. I am not sure that 
it would be right for the Ministry to 
take the initiative in matters which are 
primarily of local importance, when the 
local authorities have not themselves 
done it. 

Sir Joseph Nall (Manchester, Hulme 
C.): Is the Parliamentary Secretary 
aware that no such plan as is mentioned 
in the question has been proposed by any 
responsible authority in the Manchester 
Division ? 

Mr. Noel-Baker : I believe that that is so. 

Mr. Ellis Smith: Is the Parliamentary 
Secretary aware that the workpeople’s 
organisations in the vicinity have given 
great consideration to the urgent needs of 
this area for the post-war situation ? 

Mr. Noel-Baker : I shall be very glad to 
receive their proposals. 

Mr. Ellis Smith (Stoke—C.) on Novem- 
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ber 10 asked the Parliamentary Secretary, 
Ministry of War Transport, if it was 
intended to improve the transport facilities 
in the North Staffordshire area and between 
the areas to Stafford by road and Man- 
chester by rail. 

Mr. Noel-Baker: During the past year, 
considerable improvements have been made 
in the road transport services for workers in 
the Potteries, and between the Potteries 
and Stafford. Further improvements will, 
I hope, be made where they are most ur- 
gently required and where the necessary 
drivers and conductors can be found. I 
regret that I cannot encourage Mr. Smith 
to hope that increases can now be made in 
the train services, either in the North 
Staffordshire area, or between that area and 
Manchester. 1 must add that the existing 
services compare favourably with the pre- 
sent restricted services elsewhere. 

Mr. Ellis Smith (Stoke—C.) on Novem- 
ber 10 asked the Parliamentary Secretary, 
Ministry of War Transport, if he could give 
the number of new buses allocated for each 
20,000 of the population covered by the 
areas covered by the Devon General Omni- 
bus & Touring Co. Ltd., the Manchester 
area and the North Staffordshire area; and 
could he give an assurance that new vehicles 
were being delivered as quickly as possible 
and that maintenance staffs were now being 
given a higher priority. 

Mr. Noel-Baker: I regret that the 
information for which Mr. Ellis Smith asks 
in the first part of his question is not 
available, and could not easily be obtained. 
New buses are allocated to regions according 
to need. In addition, considerable numbers 
of existing buses have been transferred to 
these regions where the need is greatest. 
I am happy to assure Mr. Ellis Smith that 
new vehicles are being delivered as rapidly 
as possible, and that satisfactory arrange- 
ments have been made to meet the demands 
of the passenger transport industry for 
maintenance personnel. 

Mr. G. Mathers (Linlithgow—Lab.) : How 
many new buses are being provided at 
present ? 

Mr. Noel-Baker : I have not got the total 
figures, but for the three regions which 
include the area mentioned in the question 
the figures are: South Western Region, 
since July, 1940, 365 new vehicles ; North 
Western Region, 397 ; Midland Region, 556. 

Mr. Mathers: Is production still con- 
tinuing ? 

Mr. Noel-Baker: Yes, sir, on a restricted 
scale. 


Coal Transport Reorganisation 

Mr. J. Parker (Romford—Lab.) on 
November 10 asked the Parliamentary 
Secretary, Ministry of War Transport, if he 
was aware that a transport reorganisation 
scheme for the movement of coal was put 
into operation during the last war which 
brought about a saving to the railways of 
700,000,000 ton miles; whether he had 
put into operation any positive scheme for 
the reorganisation of coal transport to deal 
with the shortage of wagons and locomotives 
which had been steadily increasing over 
the last 3 years; and what proportion of 
the total tonnage of goods traffic carried 
by the railways was represented by coal- 
class traffic before the war and at the 
present time, respectively. 

Mr. Noel Baker in a written reply stated : 
| am aware that in the last war a reorganisa- 
tion scheme for the distribution of coal was 
prepared by the Board of Trade, which it 
was estimated at the time would save about 
700,000,000 ton miles a year. According to 
my information the scheme proved imprac- 
ticable in certain respects and was not fully 
implemented. I have no information as to 
the extent of the transport economies 
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actually effected In 1938 coal-class traftu 
was about 65-3 per cent. of the total tonnage 
of merchandise traffic carried by the rail 
ways, but a great deal of it was short-haul 
trathe from pit to port for shipment [t is 
estimated that for the first half of 1943, 
coal-class traffic was about 55 per cent. of 
the total merchandise traffic, but the 
average length of haul was substantially 
greater than in 1938 Moreover, the ton 
nage of merchandise traffic, other than coal, 
had increased greatly since before the war 
the increase was about 30 per cent. in the 
mineral and heavy merchandise 
traffic and about 65 per cent. in the case of 
the lighter merchandise trafti 

Mr J Parker (Romford—Lab.) on 
November 10 asked the Parliamentary 
Ministry of War _ Transport 
1) whether the zoning of coal deliveries 
round depots included the assignment of a 
limited number of merchants to supply the 
requirements of a defined segment of the 
zone and what precautions were taken 
to prevent overlapping ; and (2) what were 
the names of the 27 places at which drastic 
reorganisation schemes were in operation foi 
the distribution of coal: and what was th: 
seneral nature of the schemes in question 

Mr Noel 3aker Only the 
drastic eliminate overlapping 
between merchants or groups of merchants 
vithin the zone They do so either by 
limiting individual merchants to specified 
districts, or by excluding them from dis 
tricts where their share of the total trade is 


case oft 


secretary, 


“ more 
schemes 


mall If Mr Parker sees no objec tion, I 
vill circulate the names of the 27 places 
vhere these more drastic schemes art 
now in force 

Later Mr. Noel-Baker circulated the list 
iven below 

Leeds Bat 


Buckfastleigh 
Kingsbridge 


Scunthorpe 
Nottinghan 


Romford South Molton 

Ongat Montgomery & Forden 
Oxtord Aled District 

Forest of Dean Prestatyn 

Exmouth Burton-on-Trent 
Plymouth Hereford 

Keynsham Coseley 

Axminster Whitchurch District 
Bideford Preston 


sarnstaple Fylde Rural District 


Stalvbridge 
Public Service Vehicle Accidents 
Mr. John Dugdale (West Bromwich 

lab.) on November 5 asked the Parlia 
mentary Secretary, Ministry of War Trans 
port, whether he was aware of the hardship 
suffered by persons injured as a result 
of accidents occurring to public vehicles 
owing to the fact that they could not 
claim damages against the proprietors of 
the vehicles unless it could be shown that 


there was negligence and whether he 
had any statement to make 
Mr. Noel- Baker stated in a _ written 


answer Except under the Workmen’s 
Compensation Acts, a claim for damage 
by a person injured in an accident cannot 
be made, unless the accident was due to 
negligence on the part of some other person 
| do not think that there is any sufficient 
reason for amending the law in this respect, 
in the case of proprietors of public service 
vehicles 


Carriage of Sugar by Lorries 

Mr. T. Magnay (Gateshead—Lib. Nat.) 
on November 10 asked the Parliamentary 
Secretary, Ministry of War Transport, why 
road-transport vehicles had been directed 
by the road haulage organisation of his 
department, to Bury St. Edmunds, to pick 
up sugar for carriage to Ipswich for trans- 
ference to coastwise shipping to London, 
the vehicles then receiving instructions to 
return empty to London. 

Mr. Noel Baker’ The refinery to which 
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this raw sugar was cons.gned could accept 
its delivery by water only. 

Mr. Magnay Does the Minister think 
that it is advisable, in view of the demand 
for economy in tyres and in motor spirit, 
to run these lorries from Ipswich to London 

64 miles—without a load every time they 
come ? 

Mr. Noel-Baker: We have made every 
effort to back-load these lorries the full 
distance with sugar, but, unfortunately, 
the refinery cannot accept it by road. We 
are trying to make arrangements by which 
this shall be done, but at present they have 
not been completed 

Mr. R. R. Stokes (Ipswich—Lab.) : Can 
the Parliamentary Secretary say whether 
these lorries remain there, or do they run 
every day 

Mr. Noel-Baker hey are going up with 
potential loads from London to that area, 
and on their return journey they carry this 
sugar from Bury St. Edmunds to Ipswich, 
where it is put on water 


London Passenger Transport Order 

Mr. W. W. Wakefield (Swindon—C.) on 
November 10 asked the Parliamentary 
Secretary, Ministry of War Transport, why, 
having regard to the complexity of the 
ISmergency Powers (Defence) London Pas 
senger ransport Order (S.R. & O. No. 1514, 
1943) no explanatory memorandum was 
attached. 

Mr. Noel-Baket No covering memoran 
dum would add to the information given in 
the Order itself, unless it included lengthy 
quotations from the London Passenger 
Transport Act, 1933, and other documents 
\s the Order does not materially affect the 
veneral public, | decided that the additional 
expenditure involved would not be justified. 


Road Accidents Involving L.P.T.B. 
Vehicles 
Mr. R. W. Sorensen (Leyton West 


Lab.) on October 26 asked the Parliamentary 
Secretary to the Ministry of War Transport 
how many persons had been killed and 
how many had been injured in road acci- 
dents involving respectively, tramcars, 
trolleybuses and motorbuses per 1,000,000 
passenger miles run by the L.P.T.B. for 
the past 12 months ended December 31, 
1942 

Mr. P. J. Noel-Baker in a written reply 
stated Che figures of fatal and non-fatal 
accidents per million car miles run by 
various classes of L.P.T.B. vehicles, in 
which such vehicles were involved, are as 
follow 


Fatal accidents 


Per million 


Persons Z 
| car miles 
Central buses . 76 0-48 
Country buses 21 0-67 
Trams 18 0-58 
Trolleybuses 61 0-89 
Total 176 0-60 


Non-fata! accidents 


Per million 


Persons car miles 
Central buses ; 5,973 37-5 
Country buses 1,024 32-7 
Trams ¢ . 1,740 56-1 
Trolleybuses . 4,096 59-7 
Total : 12,833 44:2 


[he basis of car miles has been used 
because, as | hope Mr. Sorensen will agree, 
it is a more appropriate basis of calcu- 
lation than passenger miles, since the figures 
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of accidents include passengers, pedestrians, 
and other victims. 


Gas-Driven Buses 

Mr. G. C. Touche (Reigate—C.) on 
November 9 asked the Parliamentary 
Secretary, Ministry of War Transport, 
whether, in view of the fact that gas-driven 
buses by being slower made greater demands 
on the limited supply of buses and transport 
personnel, he would, in view of the present 
petrol situation, authorise the use of more 
petrol-buses. 

Mr. Noel-Baker: Careful consideration 
has been given to Mr. Touche’s proposal in 
the light of present conditions, but the 
Minister of War Transport is satisfied that 
the necessity for obtaining experience in 
the operation of buses on  producer-gas 
outweighs any additional demands it may 
cause on vehicles and personnel. 


Bus Services 

Mr. R. H. Turton (Thirsk and Malton 
C.) on October 27 asked the Parliamentary 
Secretary to the Ministry of War Transport 
whether he was aware that on the Leeds to 
\lwoodley route the West Yorkshire Omni 
bus Company provided a monthly contract 
ticket that permitted four journeys per 
day ; and whether he would see that th 
company provided a similar concession on 
the York to Haxby route 

Mr. Noel-Baker The unlimited travel 
contract tickets between Leeds and Al 
woodley have not hitherto been withdrawn 
on the services of the West Yorkshire Road 
Car Company because the company operates 
this route jointly with the Leeds City 
Corporation, and the arrangements for the 
withdrawal of contract tickets on the ser 
vices of the corporation had not beet 
completed These arrangements, howeve! 
have now been completed, and all contract 
tickets on the Leeds-Alwoodley services 
will be withdrawn on Saturday next. 

Mr. Charles Wood (York aE Is the 
Parliamentary Secretary aware that the 
withdrawal of these tickets by the West 
Yorkshire bus company in the York area 
will cause considerable hardship ? Will h 
reconsider the whole matter ? 

Mr. Noel-Baker 1 am afraid that | 
cannot accept the word “ hardship. I 
think the hardship is very small. 

Mr. H. W. Butcher (Holland with Boston 

Lib. Nat.) on October 27 asked the Par 
liamentary Secretary to the Ministry of 
War Transport whether he would cause an 
examination to be made into the present 
arrangements made at Spalding, Lincoln 
shire for putting down and picking up 
passengers by bus; and what steps were 
taken to secure co-ordination between rail 
and road for the safety and convenience of 
travellers 

Mr. Noel-Baker : I have not received any 
evidence of general dissatisfaction with the 
arrangements at Spalding. If, howevei 
Mr. Butcher has any special difficulties in 
mind, I shall be happy to make enquiries 
or to discuss them with him 

Replying to a further question by Mr 
Butcher, Mr. Noel-Baker said that the 
Regional Transport Commissioner was con- 
sulting the local authorities and the police 
to see whether improvements could be 


made 


Glasgow Corporation Bus Stops 

Mr. Neil Maclean (Govan—Lab.) on 
November 3 asked the Parliamentary 
Secretary, Ministry of War Transport, 
whether he was aware that in Glasgow many 
long-distance passengers boarded the cor- 
poration buses at stopping places on the 
routes which the Glasgow Transport Com- 
mittee had now ruled would stop only at 
fare stations; that these passengers now 
had to use tramcars ; and if, in view of the 











N 


extri 
thes' 
tow! 
and 
M 
infor 
Glas 
some 
was 
the 
on t 
| an 
succ' 
wher 
are 
addi 
and 
glad 
ol al 
may 
M 
stop, 
men' 
wish 


ther 


are 1 
been 


on t 


L.P 


Nat. 
men 
port 


the 














ny 


the 











November 19, 1943 


extra expense and discomfort caused to 
these war workers, he would now cause the 
town council to reconsider their decision 
and revert to the old method 

Mr. Noel-Baker As | have previously 
informed Mr. Maclean, the purpose of the 
Glasgow City Corporation in eliminating 
some stopping places on three of its routes 
was to divert short distance passengers to 
the trams, and thus to leave more room 


n the buses for long-distance passengers 

am assured that this purpose has been 
successfully achieved I would add that 
where the restriction applies, the bus stops 
we only half a mile apart, and that, in 


yddition, certain stops near large works 
and schools have been retained. I shall be 
id, however, to consider the restoration 
particular stop to which Mr. Maclean 
nay attach importance 

Mr. Maclean It is not any particular 
stop, it is a number of stops. Is the Parlia 
mentary Secretary aware that many persons 
vish to go to the bus terminus and are, 
long-distance passengers ? Will 

into the matter with the Glasgow 
frown Council ? 

Mr. Noel-Bakert rhe Regional Transport 
Commissioner is satisfied that the advan 
tage of this plan greatly outweigh its 
lisadvantages 

Mr. Maclean: But has the Regional Com- 
issioner ever travelled in any of these 
yuises ? If he had, he would not be satisfied 

Chere was no reply 





thereiore, 


faxi Sharing 
Mrs. Beatrice Wright (Bodmin—C.) on 
November 10 asked the Parliamentary 
Secretary, Ministry of War Transport, 
greater publicity would be given 
necessity of sharing taxis, particu 
at railway stations 
Mr. Noel-Baker I am considering with 
railway companies whether anything 
done at railway stations, by the 
splay of notices or otherwise, to encourage 
he sharing of taxis 


vhether 


in be 


Mrs. Wright While appreciating the 
amentary Secretary’s reply, might | 
whether he is aware that more has to be 

to publicise this matter ? rhe co- 
peration of the public should be sought, 


the taxi companies should be made to 
se the necessity 
Mr. Noel-Bake1 We are going to take 


Ne measures 1n Our powel! to achieve 


Miss Rathbone (English Universities 

lt Should not the delicate question as 
ho pays the double fare be made clear, 

s well as the question of how far the taxi 
proprietors are to pront: 

Mr. Noel-Baker : I believe that the Home 
Office have that under consideration 

Commander S. King-Hall (Ormskirk 

1 Is it not essential that, as in the 
United States of America, a proper schedule 
of fares should be made compulsory 

Mr. Noel-Baker : That is under considera- 


Mr. Evelyn Walkden (Doncaste1 Lab.) 
Vould the Parliamentary Secretary take 
nto consideration the practice of the police 
it London railway stations of stopping 

ice men from sharing taxis ? The taxi 
1 are very concerned about it 
Mr. Noel-Baker I have never heard of 
being done by the police. Service men 
ire in the habit of sharing taxis, and I have 
n in consultation with the Home Office 
on that very point 


L.P.T.B. Employees of Military Age 
Dr. Russell Thomas (Southampton—Lib 
Nat.) on November 3 asked the Parlia- 
mentary Secretary, Ministry of War Trans- 
port, if he would state the percentage of 
the number employed by the London 
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Passenger Transport Board at June l, 
1942, of male workers of military age, 
excluding drivers, who since that date 
had been directed into the military, naval, 
and air services 

Mr. Noel-Baker: If I am right in assum 
ing that Dr. Thomas desires to know what 
percentage of the male workers, other than 
drivers, who were employed by the London 
Passenger Transport Board at June l, 
1942, since that date have enlisted in the 
Armed Forces of the Crown, then the 
answer is 12. If, however, I have not 
understood what it is that Dr. Thomas 
desires to know, and if he will put down 
another question, I will be happy to give 
him all the information I may have 

Dr. Thomas I am perfectly satisfied 
with the answer, but is the Parliamentary 
Secretary aware that there are 11,000 men 
of military age who are not drivers and 
who still remain with this body ; and would 
he reconsider Government policy as to this 
matter, especially in view of the fact that 
boys are to be ordered to the pits and 
women of 50 taken from their homes ? 

Mr. Noel-Baker Perhaps Dr. Thomas 
is aware that pressure on the Minister of 
War Transport is already very great, and 
that we are seeking by all means to increase 
the manpower available 

Mr. Evelyn Walkden (Doncaster—Lab.) 
Is it not the case that a large number of 
these men are ex-service men of over 50 
years of age ¢ 

Mr. Noel-Baker Many of 
ex-service men, and many of 
men of a low medical category. 


them are 
them are 


Sir Charles Bressey’s Report 

Captain W. F. Strickland (Coventry—¢ 
on November 10 asked the Parliamentary 
Secretary, Ministry of War Transport, 
whether, in consultation with the Minister 
of Town & Country Planning, any of the 
new roads or motorways extending from 
the London area to Birmingham, Notting 
ham, Grantham, Basingstoke, Winchester, 
and Norwich, suggested by Sir Charles 
Bressey in his Report on the Highway 
Development Survey, 1937, had_ been 
included in its national post-war plans 

Mr. Noel-Baker stated in a - written 
answer [he Minister of War Transport, 
in consultation with the Minister of Town & 
Country Planning, is now examining the 
proposals for road construction and im- 
provement, made in Sir Charles Bressey’s 
Report of 1937, in order to decide which 
of these proposals can advantageously be 
included in the post-war plans. 


Civil Airports 

Lieutenant-Colonel Sir Thomas Moore 
Ayr Burghs—( on November 10 asked 
the Secretary of State for Air if his plans 
had yet matured for establishing permanent 
terminals in this country for civil air traffic ; 
and, if so, where they were likely to be 
located 

Sir Archibald Sinclair (Secretary of State 
for Air Airport specifications to meet the 
post-war needs of civil air transport are 
now being prepared, but the location of the 
airports required cannot be finally decided 
at the present time. 


Tank Production 

Mr. Stokes (Ipswich—Lab.) on Novem 
ber 10 asked the Minister of Supply the 
type and name of British tanks, of which 
production is continued, mounting guns 
over 3-in. calibre, which are considered 
battleworthy. 

Sir Andrew Duncan (Minister of 
Supply): It is clearly not in the public 
interest to give any such information. 

Mr. Stokes: Does not Sir Andrew 
Duncan think it a disgraceful thing in 
the fifth year of the war there‘is still no 
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adequate British tank of the kind 
described in the question? 

Sir A. Duncan: I think that is a gross 
exaggeration in every respect. 

Commander Locker-Lampson (Hands- 
worth—U.): Are not the Germans aware 
that these tanks are battleworthy ? 

Mr. Hammersley (Willesden E.—U.): 
Will Sir Andrew Duncan lend the weight 
of his influence to the request that we 
should have a debate in secret session, 
when all aspects of the matter could be 
considered ? 

Mr. Hammersley asked the Minister of 
Supply whether the new Director-General 
of Tank Design & Development is- now 
in charge of tank production? 

Sir A. Duncan: No, sir But future 
arrangements are under consideration in 
view of the impending return to his firm 
of the present Director-General of Tank 
Production. 

Mr. Hammersley: In view of the fact 
that the former Director-General of Re- 
search & Development has been sent to 
America and that Sir Andrew Duncan has 
just informed us that the  Director- 
General of Production has resigned, what 
ire we to understand- 

Mr. Speaker: The hon. 
making a speech and _ not 
question 

Mr. Hammersley: The question I am 
putting is: What has happened in the 
organisation that these two important 
people have left? 

Sir A. Duncan: These two important 
people have not left on any ground of 
disagreement of any kind or description. 
Che Director-General of Tank Production 
was loaned to us by his firm over a year 
ago, with a warning that there must be 
1 time-limit because of changes taking 
place in his firm, and it is with great 
public spirit that they have allowed us 
to keep his services as long as they have. 

Mr. Stokes: Who is the Director- 
General of Tank Production? 

Sir A. Duncan: Mr. A. Boyd. 

Commander Agnew (Camborne—U.): 
Did I understand Sir Andrew Duncan t 
say that the Crown was warned? Has 
not the Crown power of life and death? 

Sir A. Duncan: Certainly the Crown 
has power of life and death. There is, 
however, no doubt that, unless for the 
purposes of our own production we re- 
garded this as a reasonable thing, we 
should not allow it to happen. 

Mr. Hammersley: Is it not desirable, 
in view of the fact that these two people 
have left the organisation now, that we 
should have an opportunity of discussing 
the matter in secret session? 

Sir A. Duncan: Neither has yet left 
the organisation. 

Mr. Stokes: Is it not a fact that Mr. 
3oyd is leaving out of complete disgust? 

Sir A. Duncan: Certainly not. There 
is not a vestige of truth in that sug- 
gestion. 

Mr. Hammersley asked the Minister of 
Supply why, following a _ recent long- 
distance comparative trial of British and 
American tanks, it was now found desir- 
able to have a second trial. 

Sir A. Duncan: These trials are not 
related to one another. Trials of tanks, 
including comparative performance tests, 
ire constantly in progress as part of the 
normal development programme. 

Mr. Hammersley: Is it not a gross 
waste of public money that there should 
have been a trial of these vehicles, and 
now there is going to be another, costing 
scores of thousands? 

Sir A. Duncan: Trials play a_ very 
essential part in the production of these 
machines. 


member is 
asking a 
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Notes and News 


La Guaira & Caracas Railway Co. 
Ltd.—This company is paying 5 per cent., 
less tax, on the 5 per cent. debenture stock, 
being a year’s interest to March 1, 1941. 

Post Office Receipts.—The average 
daily receipts of the Post Office in the 
United Kingdom for September last were 


£202,777, compared with £186,762 in 
September, 1942, and £207,498 in August 
last. 

Cost-of-Living Index.—The official 


cost-of-living index figure at October 1 was 
99 points above the level of July, 1914, 
compared with 98 points at September 1 
last. In October, 1938, it was 55 points, and 
in October, 1939, 65 points, above the level 
of July, 1914. 


Eastern Bengal Railway Annuities. 
In accordance with the provisions of Act 
47 & 48 Vict. cap. cciv, it is notified that 
on September 30, 1943, a total sum of 
£1,012,880 was invested for the purpose of 


providing a sinking fund in respect of 
Eastern Bengal Railway Annuities, Class 
BRB” 


Permanent Way Institution.—At a 
meeting of the Manchester & Liverpool 
Section of the Institution in the hall of 
St. John Ambulance Brigade, Chapel 
Walks, Preston, on November 20, at 
2.30 p.m., members will relate instances of 
‘how difficulties have been overcome by 
ingenious methods.’ 


Increased Indian Loadings.— Railway 
goods wagon loadings in India increased 
during June last by 6-67 per cent. on the 
broad-gauge railways, and 3-55 per cent 
on the metre-gauge lines, compared with 
June, 1942. During the three months 
ended June 30 last, the number of wagons 
loaded increased by 2-37 per cent. on the 
broad-gauge, and by 6-29 per cent. on the 
metre-gauge 

Hungarian Wagon Hiring.—The Hun- 
garian railway-wagon hiring’ concern, 
Ungarische Eisenbahn-Verkehrs A.G., which 
has a share capital of 7,500,000 pengos paid 
a dividend of 6 per cent. for 1942. <A sup- 
plementary dividend of 2 per cent., it is 
stated, is to be paid after the war. The 
German company, Eisenbahn-Verkehrsmit- 
tel A.G., of Berlin, has a minority holding of 
the Hungarian company’s share capital. 

Double Tracking in Sweden.—In 1938, 
the Swedish State Railways Board launched 
a long-term plan to convert to double line 
the main State Railway system It is 
reported that on July 15 last double track 
extended for 169 km. (105 miles) of the total 
length of 456 km. (283 miles) between Stock- 
holm and Gothenburg. On the Katrine- 
holm-Malmo line (which branches off the 
Stockholm-Gothenburg line at Katrine- 
holm), 259 km. (161 miles) have been con- 
verted to double line, out of the total 
distance of 484 km. (300 miles). 


Murex Limited.—Trading profit for 
the year to June 30, 1943, was £488,990 
(£598,707) and after adding dividends, etc., 
and deducting fees, etc., the 
£516,507 (£625,194) to which has to be 
added £115, 339 (£107,145) brought in 
The sum of £323,500 (£421,500) is appro- 
priated to taxation reserve, general reserve 
gets £50,000 (same), obsolescence reserve 
again gets £25,000, reserve against advances 
to subsidiary receives {£11,000 (£17,000), 
and {999 (nil) is appropriated to further 
reserve for investments in enemy-occupied 


total was 


territory. The final ordinary dividend is 
10 per nt., again making 17} per cent. 


for the vear, and the bonus of 24 per cent., 
both less tax, is repeated, leaving £119,597 
to be crried forward. The decrease in the 
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trading profit of the parent company has 
been partly due to the cessation of supplies 
of certain raw materials from territory now 
in enemy occupation and to the lower 
margin of profit on other essential com- 
modities. 

A. C. Wickman Limited.—lIn respect 
of the year to December 31, 1943, an in- 
terim dividend has been declared of 5 per 
cent. (same). 

Improvements at Uxbridge Station. 

-At the Uxbridge Station of the L.P.T.B. 
the ticket-issuing facilities are to be im- 
proved. The passimeter will be removed 
and the booking office will have two addi- 
tional windows, so that all booking will be 
concentrated at one spot 


Great Southern Railways (Eire) 
Reorganisation.—An official statement 
announces that a majority of the various 
classes of stockholders has approved the 
proposed capital reconstruction of the 
Great Southern Railways Company. The 
directors accordingly will submit the 
scheme to the Minister for Industry & 
Commerce as soon as possible. 

Midland ‘‘ Red ’’ Employees’ Savings. 
—The Midland ‘“‘ Red” National Savings 
Scheme was begun in March, 1940. To 
date £100,386 has been contributed by 
employees for the purchase of National 
Savings Certificates. The Joint Secretaries 
are Messrs. J. P. Savage and W. H. Pine. 
In addition, the employees have raised 
£20,000 by personal contributions and 
collections for the Red Cross & St. John 
War Organisation “ 


The Pacific Railway of Costa Rica.— 
The Ferrocarril al Pacifico, an _ electric 
railway of 3 ft. 6 in. gauge, linking Pun- 
tarenas (on the Pacific coast of Costa Rica) 
with the capital city of San Jose, was 
authorised to increase its rates by 20 per 
cent. as from August 20 last. This increase 
affects all types of service, including import 
and export traffic as well as local freight 
and parcels. The change has been author- 
ised because of materially increased opera- 
ting This railway was_ briefly 
described (and its location indicated on a 
map) in our issue of May 14, 1943, page 484 


costs 


L.N.E.R. Valuation for Rating.—In 
a circular to rating authorities and valua- 
tion committees the Railway Assessment 
Authority refers to the draft of the part of 
the third railway valuation roll (operative 
for the five rating years April, 1941-1946) 
relating to the London & North Eastern 
Railway (as settled by the Authority on 
October 29). The average net receipts of 
the undertaking as a whole in England and 
Wales for the five accounting years 1935-39, 
as entered in the draft roll, are £8,436,083 
The cumulo is entered at /1, 281,553. Of 
this cumulo /1,228,653 has been allocated 
to the principal undertaking, / £51,617 to the 
docks, and £1,283 to the canals. Of the 
sum of £1,228,653, there has been allocated 
to Class A as a whole £982,922 and to Class B 
as a whole £245,731 

L.P.T.B. (Valuation for Rating) 
Order.—tThis Order, made on October 19 
by the Minister of War Transport, authorises 
certain amendments in the London Passen- 


ger Transport (Valuation for Rating) 
Scheme, 1935, which are incidental to, or 
consequential on, the alteration of the 


financial year of the Board from July-June 
to January-December. Thus, the defini- 
tion of ‘‘ accounting year ’’ in section 23 (1) 


of the 1935 scheme is amended to read as 
follows :—‘‘ Accounting year”’ means the 
financial year of the Board. Secondly, 


paragraph (a) of Section 4 (1) of the 1935 
scheme is amended so as to provide that the 
accounting years to be taken into considera- 
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tion by the Railway Assessment Authority 
shall be, in the case of the second valuation 
roll, the four years commencing respectively 
on ‘July 1, 1936, 1937, and 1938, and the 
half-year July 1 to December 31, 1939 - 
and, in the case of each subsequent roll, the 
first five of the six accounting years next 
preceding the year in which the roll is to 
come into force. 

Catering Registration in Eire.—Com- 
plaints having been received by the Irish 
Tourist Board about overcharging in cater- 
ing establishments, the Minister for Indus- 
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try & Commerce in Eire has announced that 
the Board is proceeding at once with the 
registration of such establishments under 
the Tourist Traffic Act, to ensure adherence 
to fixed prices and generally to set stan- 
dards. 

Hants & Dorset Motor Services 
Limited.—Payment is announced of an 
interim dividend of 4 per cent., tax free 
same). 

L.M.S.R. Headquarters, Watford. 
The telephone number of the L.M.S.R. 
Headquarters at Watford has been changed 
from Watford 6051 to Watford 6464. 


Institute of Transport.——A luncheon, 
it which Sir William Wood, the President, 
vill be present, has been arranged by the 
Institute of Transport to be held at Bir- 
mingham, on November 19, at 1 p.m. 


C.N.R. Traffic Increases.—Mr. R.C 
Vaughan, Chairman & President, 


Canadian National Railways, stated re- 
cently that passenger traffic on the 


, and 
ibx ve pe ice- 


system was more than 200 per cent 
goods traffic 80 per cent 
time levels 


Cowans, Sheldon & Co. Ltd.—tTrading 
profit for the year to June 30, 1943, was 
{84,084 (£64,521) and other income 
amounted to £971 (£855). After deducting 
directors’ fees, depreciation, staff pensions 
contribution, and £55,000 (£39,000) for 
taxation, there was a net profit of £21,511 
£18,603), and £54,700 was brought in, 
making £76,211. Dividend for the year is 
again at the rate of 10 per cent., subject to 
tax. A transfer of £5,000 (£2,500) is made 
to general reserve and £56,211 is carried 
forward. 

Companhia de Mocambique.—The 
ordinary general meeting convened for 
October 30, at noon, at the offices of the 
company, 10, Largo da Biblioteca Publica, 
Lisbon, not having been held by reason of 
the non-fulfilment of Article 16 of the 
Statutes, the meeting is again convened 
for November 27, at the same place and 
time, and will be held whatever may be 
the amount of capital represented by the 
shareholders present, and whatever may 
be the number of those shareholders, in 
accordance with Section 2 of Article 16 of 
the Statutes. 


Air Plans for Britain-South Ame- 
rica Lines.—Five important British ship- 
ping lines engaged in trade between Great 
Britain and South America are, the Press 
\ssociation understands, forming a separate 
company for the purpose of operating air 
services between the United Kingdom and 
the Continent and South America as soon 
as the necessary consents and machines 
an be obtained. The lines are :—Royal 
Mail Lines Limited; Blue Star Line 
Limited; the Pacific Steam Navigation 
Company ; the Booth Steamship Co. Ltd. ; 
and the Lamport & Holt Line Limited. 
[he routes proposed are those on which the 
five lines already run sea services. 


Nyasaland Railways Limited.—Gross 
receipts of the railway, including the 
Northern Extension and the lake service, 
for the year 1942 amounted to £200,079, 
£195,574). Working expenses. were 
£109,627 (including £30,642 for renewals) 
against £100,809 (including £24,723 for 
renewals), and the operating ratio, including 
tenewals, was 54-78 per cent. against 51-59 
per cent. Interest, dividends, etc., bring 
the total net receipts to £135,989 (£149,119). 
The dividend from the Central Africa Rail- 
way Co. Ltd. was £7,875 in 1942, against 
{15,750 in 1941. After reserving £51,407 
£61,816) for taxation and providing for 
interest charges there is a balance of £863 
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to be carried forward. Excluding lake ser- 
vice, the tonnage carried in 1942 was 
97,953 (80,630), and the number of passen- 
gers was 214,930 (191,024). 


Thos. W. Ward Limited.—After 
allowing £47,811 (£49,009) for depreciation 
and providing for taxation and deferred 
repairs, net profits for the year ended 
June 30, 1943, amounted to £116,982 
(£134,883) and £127,891 was brought in, 
making available £244,873. The sum of 
£5,000 (same) is placed to employees’ 
benevolent fund, and the final dividend 
on the ordinary shares is 6} per cent., less 
tax (74 per cent., less tax), making a total 
distribution of 10 per cent., less tax, for the 
year, against 11} per cent., less tax, for the 
previous year. Reserve fund receives 
£15,000 (£25,000), and £128,960 is to be 
carried forward. 


Buenos Aires Transport Corporation. 
—As stated on p. 444 of The Railway 
Gazette for October 29 last, a Decree of the 
Argentine Government has increased the 
share of the Buenos Aires municipality in 
the capital of the Buenos Aires Transport 
Corporation from 109,527,242 pesos to 
128,016,136 pesos. This has involved a 
reduction of 21,079,680 pesos in the share 
of the Anglo-Argentine Tramways Com- 
pany in the capital of the corporation, 
which share was previously stated at 
206,190,704 pesos. Reductions in the 
respective shares of other undertakings 
are :—Lacroze Tramways 7,513,651 pesos, 
Tranvias Electricos del Sud 243,233 pesos, 
and Chadopyf 167,516 pesos. 


East Indian Railway Annuities.—It 
is notified that on September 30, 1943, 
there were invested :—(1) a total sum of 
£8,739,939, in accordance with the pro- 
visions of the East Indian Railway Com- 
pany Purchase Act of 1879, for the purpose 
of providing a sinking fund in respect of 
East Indian Railway Annuities Class “ B”’; 
(2) a total sum of £1,972,769, in accordance 
with the provisions of the East Indian 
Railway Company Sinking Fund Act of 
1892 for providing a sinking fund in respect 
of Class ‘‘C”’ annuities ; (3) a total sum of 
£3,749,101, under the Act of 1892, for pro- 
viding a sinking fund in respect of Class 
“D” annuities. 


Chilean Railway Nationalisation.— 
The metre-gauge Los Lagos to Rinihue 
Railway, which was recently taken over 
by the Chilean Government, has now been 
incorporated in the Chilean State Railways 
system. The line runs from Los Lagos 
(half-way between Valdivia and Union) 
eastward to Rinihue (a small town on the 
western end of Lake Rinihue). It is in- 
tended to extend the line ultimately to the 
border of Argentina, with the object of 
becoming part of a new transandine rail- 
way. Presumably the intention is that it 
should link up with the extension of the 
existing Argentine railway from Bahia 
Blanca to Zapala. Some details of an 
Argentine-Chile railway agreement were 
given in our September 3:issue, page 241. 


Barsi Light Railway Co. Ltd.—Gross 
earnings for the year to March 31, 1943, 
were Rs. 29,42,639 (Rs. 22,09,310), and 
working expenses Rs. 12,98,566, or 44-13 
per cent. of gross earnings, against Rs. 
10,96,194, or 49-62 per cent. The coaching 
traffic and sundry receipts of Rs. 12,69,569 
showed an increase of Rs. 2,52,906, although 
the number of passengers carried (1,069,968) 
was less by 144,797. Goods traffic (238,800 
tons) showed an increase of 47,844, and 
produced receipts of Rs. 16,73,069, which 
were Rs. 4,80,423 higher. Net revenue and 
appropriation accounts show a total avail- 
able of £100,012, of which £1,929 is re- 
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quired for preference dividend and £32,864 
for the two interim ordinary dividends, 
totalling 44 per cent. for the year. The 
directors have set aside £44,500 (£16,000) 
to taxation reserve and £6,845 (£3,995) to 
reserve for renewals, leaving £13,873 
(£13,843) to be carried forward. 


Life and Work of Nikola Tesla.—Dr. 
A. P. M. Fleming, C.B.E., M.Sc. (Past- 
President and Faraday Medallist) will 
deliver to the Institution of Electrical 
[-ngineers, at 3 p.m. on November 25 in the 
lecture theatre of the Institution, a lecture 
commemorating the life and work of 
Nikola Tesla, illustrated by examples ot 
the latter’s experimental work. 


Tilling-Stevens Limited.—A_ record 
turnover is announced in the report for 
the year to March 31 last, but provision 
for higher taxation has reduced the profits 
below those of the previous year. Trading 
profit after all expenses and estimated 
taxation is £41,325 (£44,983). After de- 
ducting depreciation £22,708 (£21,482) and 
other charges, the net profit is £14,295 
(£19,643), and £53,650 is brought in. The 
dividend is 5 per cent., compared with 
74 per cent., and requires £11,128, against 
£16,692. The amount to be carried forward 
is £56,817. 

Great Western of Brazil Mora- 
torium Scheme.—In a circular the direc- 
tors of the Great Western of Brazil Rail- 
way Co. Ltd. give details of the new 
scheme of arrangement foreshadowed last 
September in the Chairman’s statement 
accompanying the annual report. The 
proposed scheme virtually represents a 
continuation of the present one for a 
maximum of three years from Decem- 
ber 31 next, with two principal modifica- 


tions: remission of interest on overdue 
interest if payment is made not later 
than 18 months after the, due date; and 


permission to the company during the 
moratorium period to create a charge 
ranking in priority to existing debentures 
and debenture stock to secure advances 
not exceeding £250,000. The circular 
points out that between October, 1941, 
and July, 1943, £294,300 of 4 per cent. 


debentures have been redeemed. Avail- 
able cash resources are, however, insuffi- 
cient to liquidate during the present 


interest arrears subse- 
1942, and the sinking 


moratorium the 
quent to July 1, 


fund. Meetings will be held at River 
Plate House, E.C., on November 24, to 


consider the scheme. 








Contracts and Tenders 


Below is given a list of orders placed 
recently by the Egyptian State Railways: 

Gresham & Craven Limited: Injectors. 

Hulburd Patents Limited : Copper joints. 

British Metallic Packing Co. (1929) Ltd.: 
Packing rings. 

Consolidated Brake & Engineering Co. Ltd. : 
Ball valves. 

Whitelegg & Rogers Limited: Plates. 

Whitecross Co. Ltd. : Galvanised steel wires. 

National Gas & Oil Engine Co. Ltd.: Ele- 
ments for pyrometer. 

Phosphor Bronze Co. Ltd.: 
metals. 

T. & W. Farmiloe Limited : Lead pipe. 

Siemens Bros. & Co. Ltd.: Transformers. 

Imperial Chemical Industries Limited : 
Leather cloth. 

Parsons Chain Co. Ltd. : Mild-steel chains. 

International General Electric Co. of New 
York Ltd.: Pinions. 

Enfield Rolling Mills 
copper, 

Richard Klinger Limited: Jointing. 

G. D. Peters & Co. Ltd.: Insulating mill 
board. 

Albert Taylor (Manchester) Limited: Rods. 


Non-ferrous 


Limited: Cadmium 
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General conditions in the stock and market. Earlier in the year the disposi- compared with 32 a week ago, the 1923 
share markets have undergone no impo! tion in the market was to emphasise the reference 62}, compared with 63? and 
. I gine I i | , an 
tant change. Sentiment was again domi-_ possible scope for recovery in dividends’ the senior preference 76}, compared with 
nated by post-war uncertainties, and of various groups of industrial shares 76} L.M.S.R. guaranteed kept a pa J 
with virtually no improvement in ifter the war, and to dwell on uncertain- but the 4 per cent. debentures were frac- 
demand, there has been a tendency for ties as to the post-war position of the tionally lower at 1053. Among L.N.E.R Rai 
selling to have a marked influence on railways Now, however, it is being issues the senior stocks, which tend to be : 
industrial and other shares which earlier pointed out that, as far as industrial influenced by the trend in gilt re] ah 
in the year were favoured on hopeful shares are concerned, their dividend pros- were relatively steady, as in the « ‘ 
issumptions as to the post-war outlook. pects after the war will turn on many prior charges of the other main-line com 
Nevertheless, although more in evidence factors, including Government policy as _ panies; but the junior stocks wer A¢ F: 
than a week ago, selling was not heavy. to industry, and whether E.P.T. is’ tionary. The first and second guaranteed 
Moreover the set-back in industrial ibolished or considerably reduced. On stocks were maintained at 96 and 8g 
shares has been moderate when com-_ the other hand, as to home railway stocks, respectively On the other hand, the 
pared with the extent of the rise shown dividends at around last year’s rates seem first preference moved back from 623 t 
earlier in the year gritish Funds again virtually assured until final agreement is 61} and the second preference from 34 t 
moved against the surrounding market reached on post-war transport organisa- 32%; the preferred was 9%, and the de 
trend, Moreover, in other directions, the tion and the position of the railways in ferred 4}. Southern deferred declined 
lower prices were inclined to attract relation to this Cx nsequ¢ ntly, it is not from 243 to 24, and the preferred tr 
buyers subsequently, and in some in only from the near-term angle that the 78? to 78}. Southern 5 per cent. prefer 
stances earlier declines were partly re- generous yields on the junior stocks of ence held its improvement to 113; the 4 
gained Because of inactive markets the main-line railways appear to have per cent. debentures were again 111 
there was a tendency for moderate buy- ittractions. [here seems no _ logical London Transport ‘‘C’’ eased _ fre 683 
ing or selling to have a disproportionate reason why leading industrial shares’ to 67}. ae 
influence on quotations. should be valued on a_ yield basis of Argentine railway securities were ina Vor. 7 
Home railway securities moved closely iround 4 per cent., and home railway tive, awaiting the annual reports _—— 
with the day-to-day trends of markets, junior stocks on a basis giving a return movements were fractional. B.A 
ind the junior stocks were lower on f nearly twice this rate. Southern 5 per cent. preference was 
balances Nevertheless, it is realised that Great Western ordinary, 62} a week compared with 28 a week ago, Central 
the recent speech of Lord Leathers has igo, has reacted to 61? at the time of Argentine 4} per cent. preference 20} Edit 
lone much to place the present position writing; but the 5 per cent. preference compared with 21, and B.A. Western A } 
ind post-war outlook of the railways in maintained ts recent improvement to 4} per cent. preference moved back from [rar 
their proper perspective, and this has 1133; the 4 per cent. debentures were 283 to 27} Elsewhere, United _ of TI 
gone a long way towards dispelling the igain 1123, and the guaranteed stock at Havana debentures declined from 324 t : The 
pessimistic views and assumptions which 125 was within half-a-point of the level 31}. Leopoldina debentures eased to 55} Lett 
were tending to gain ground in_ the ruling a week age L.M.S.R. was 32 Canadian Pacifics reacted to 15. Tl 
Over 
A N 
ne 
Traffic Table and Stock Prices of Overseas and Foreign Railways - hi 
- rst 
~~ +. ne a ” we [rat 
Teelhe tor week 3 Aggregate traffics to date Prices Stoc! 
Rail Miles Week > Totals Shares y ¥ a 3 =_—_— 
ee open ending oe Inc. ordec. ‘6 Increase or ae sg oe | -2 lees 
this year compared) = 1942/3 1941/2 decrease cock (Se &S | FE | 583 
y with 1941/2 2 ia = = z |=? The 
oe 7 ae = _ — llustva 
é é t é £ nN, 
Antofagasta (Chili) & Bolivia 834 7.11.43 24730 + 5,3-0 45 1,269,120 958.19) + 310,40 Ord. Sek 14 73 132) Nil 
Argentine North Eastern ... 753 6 11.43 14992 — 6> 19 261,10 257190 + 3,59u a 6H = 3 7 Nil 
Bolivar as ad on 174 Oct.,1943 5 144 1,286 44 52813 4/139 +4 5,6/4 6p.c.Deb 194 10 21 Nil 
Brazil ... owe - f Bonds 20+ 9 214 Nil The 
Buenos Ayres & Pacific eoot aes 6 11.43 105,300 14,100 19 1,68 7,50) 1,621,140 + 66,360 Ord. Stk. 7% 4 6} Nil wing 
Buenos Ayres Great Southern 5,080 6 11.43 167,100 + 144029 19 2.775.720 2,539 44) + 236 283 Ord. Stk 12 7% 144 Nil os h 
Buenos Ayres Western ove) 1.9390 6.11 43 55,899 4+ 3,42) 19 9512) 941,88) — 10 sO és 12 6 125 Nil e tan 
Central Argentine ... .. 3,700 6.11.43 133.965 + 10,3u5 19 2.481,444 2,305,511 4 177,333 7 9} 4k 8i Nil 
8 Do ’ j Dfd 33 23 4 Nil 
S| Cent. Uruguay of. M. Video 972 6.11.43 32,173 | + 8347 19 576,35! 403.541 + 172819 Ord. Sek 8 4 6;_~—SONNiill 
E! Costa Rica... . 262 Scp., 1943 23,127 + 1.5/1 13 72.024 38.144 + 33 790 Stk 164 7) 15 Nil Cons. 
< Dorada nee ae pee 70 Sep., 1943 24,660 + 5.360 39 19> 80’ 137.705 + 59.102 I Mt. Ob 90} 89 954 6% ucepte 
£| Entre Rios - ons 805 6.11 43 21,300 1,512 i9 3/0,8 0 345,122 + 24,678 Ord. Stk. 33 4) 7 Nil vaitine 
=| Great Western of Brazil... 1,030 6.11.43 23,400 + 5910 45 72230 469 60) 232.700 Ord. Sh. 9/- 9- 27/6 Nil ee 
*/ international of Cl. Amer. ... 794 Sep ,1943 $486.7.5 + $162,.72 36 $5,512 281 $4,633,303 + $878,978 i a 7 a ubseri, 
v Interoceanic of | xico sen . 7 _ Ist Pref i 5/3 2 Nii 
1) La Guaira & Caracas... ae 229 | Oct., 1943 6900 — 1.670 44 83 360 71,925 | + 11435 Spec. Deb. II 5 88} Nil POS 
S| Leopoldina ... ... ws, 1,918 6.11.43 54222 + 25.7396 45 1553215 1,356.655 + 196,559 Ord. Stk. 641 34) 64. Nil , 
2| Mexican wa seo} 403 7.11.43 ps 374,910 |+ ps.91390 19 ps 7,357,800  ps.5,329.5 0 + ps. 2,020.300 Ord. Stk. ' + 14 Nil aks 
“| Midland Uruguay pm a 319 Aug. 1943 14706 + 4,213 41 31 16) 23.'C7 + 8.053 — — — - untri 
Nitrate nL 382 | 31,10 43 7036 — 6,083 44 128 695 164010 — 35.315, Ord. Sh. | 77/ | 34 | 73/9 Wil ag 
Paraguay Central aon mat 274 5 11.43 $4,427,000 +$1,06700 19 $ 8.8%6,000 $69,869,000 + $29,017,000 Pr. Li. Stk 53 40 70 8% b 5 
Peruvian Corporation _...| #.059 | Oct., 1943 162.818 + ‘|!7072 | 18 417,026 336.588 | + 80038 Pref. 198; S$) 12. Nil Ssé 
Salvador F inst et 100 S p.. 1943 ¢69,000 + cl4uu 13 ¢ 268,000 c 183,20 |+ «5 900 ple ea a We u 
San Paulo et mt ee 1534 31.10.43 54305 + 9.958 44 1,9.9 604 1,631,8.5 + 287,799 | Ord. Stk. | 59 41 584 3% Britain 
Taltal ... P eon ath 160 Oct., 1943 5345 + 2,165 17 22 250 19 840 + 2.410 Ord. Sh. 41/ 23/-| 27/6 Ni 
United of Havana... ose] $6308 6.11.43 43,347 + 6,809 19 886,514 752194 + 134,319 Ord. Stk. 84 24 44 Nil 
Uruguay Northern ... w 73 Aug, 1943 1.451 + 395 9 2.8:8 2,193 + 640 = eee ini a a : 
c ntil 
e Canadian Pacific _ wen! 17,034 7.11.43 1,218,000 + 235,490 45 49,690 690 42.967,800 | + 6.722890 Ord. Stk. 163 9%) 15 Nil 1 | 
U 
en  Barsi Light 202 Aug., 1943 15,285 + 2,003 22 107,055 76,587 + 30,468 -- — _— = — 
*S ) Bengal-Nagpur 3,267 July. 1943 955.725 + 17,325) i7 4,184,625 3,553,425 + 631,200 Ord. Stk.| 1024 | 88 | 1034 3% = 
2 | Madras & Southern Mahratta 2,939 10 8.43 256725 |_— 5.949 19 3,588,488 3,028,997 + 559 491 a 1054 | 87 | Bh 688 ¢ 
= \ South Indian ... as <ocl ae 31.7.43 214,758 + 14,571 | 17 2,434,301 2,255,090 + 179.211 a 1033 883 1034) 4H tis m 
research 
Egyptian Delta ee 10.10.43 16,936 + 2,4°7 29 274 860 211,096 + 63,764! Prf.Sh. | St | 18] 29) NU me” 
« | Manila amt + - - B. Deb. as 35 40 84 
2} Midland of W. Australia... 277 | Sep.,1943 31.269 + 3,536 13 101.693 84.321 |+ 17.372 Inc. Deb. 95 | 90 | 100 es 
| Nigerian ae soc] 1008 28 8.43 €0 062 + 29.036 2! 1,398,-93 1,2'2,8¢4 + 185.849 _ — _— _ _ Owing 
S| South Africa. 2, 032m | 20043 851417 + 6144 27 22232795 29514452 + 1,718343)  — —|—|—!-— [hive to 
\ Victoria _ one coe, 4,774 May, (943 1.432.673 + 07.9.9) — ~ - ~— = feng oa oe 
sk our 
ar eos me me ae LSReE ee : hey 
No*e. Yields are based on the approximate current prices and are within a fraction of 7 Argentine traffics are given in sterling calculated (@ 16% pesos to the é wie, cee 
¢t Receipts are calculated (@ Is. 6d. to the rupee § ex dividend ee 
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